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G.W.R. Regains Non-Stop Record 
[ is good news to all travellers to and from the West 
of England that from Monday last, October 16, the 
Great Western Railway has found it possible to restore to 
timetable a very passable version (having regard to 
‘isting conditions) of the Cornish Riviera Express, travel- 
ig via Westbury. Though normal times of 4 hr. 5 min. 
Plymouth and 63 hr. to Penzance cannot, of course, be 
stored at present, the allowance of 5 hr. to Plymouth 
North Road is 70 min. less than that of the previous 
10.30 a.m. down via Bristol, and the Penzance arrival at 
6.10 p.m. is 90 min. earlier; incidentally the Paddington— 
Plymouth time equals that of the October, 1918, time- 
ble, at the end of the last war, and to Penzance it is 
15 min. quicker, so considerably improving, in favour of 
1939, the comparisons given in our editorial article on the 
resent G.W.R. timetables in the September 29 issue. 
Coming up, departure from Penzance at 9.30 a.m., Ply- 
iouth at 12.30 p.m., and Exeter at 1.55 p.m., in con- 
inction with a Paddington arrival at 5.30 p.m., give 
ccelerations of 103, 88, and 70 min. respectively from 
iese towns to London, and also introduce to the emer- 
ency timetable a schedule at 48-4 m.p.h. between Exeter 
nd Paddington. Incidentally, this run of 173:5 miles 
estores to the G.W.R. the distinction of making the 
mgest regular non-stop run in the country, for so many 
ears held by the Cornish Riviera Express in its Pad- 
lington—Plymouth non-stop days, until displaced by the 
King’s Cross—Edinburgh and Euston—Carlisle runs of 
he L.N.E.R. and L.M.S.R. It is also interesting to recall 
hat the working of the 10.30 a.m. from Paddington to 
Penzance via Bristol, in the first weeks of the emergency 
service, Was a reversion to the original route of the 
‘ornish Riviera Limited, which in the summer of 1904 and 
1905, before the opening throughout of the Westbury 


route, made railway history with a daily non-stop run of 
246 miles. 
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A Transport Achievement 

The story told by Mr. Hore-Belisha, the War Secretary, 
to the House of Commons on October 11 regarding 
the movements of the British Expeditionary Force may 
not be such a stirring one as either that related by Mr. 
Churchill for the Navy, or Sir Kingsley Wood for the Air 
Force, but it is nevertheless one of solid achievement. 
li has been necessary to carry out the transportation of the 
armed forces with deepest secrecy, involving as it has the 
movements of troops to France, the Middle East, and 
garrisons in other parts of the world. Within five weeks of 
the declaration of war 158,000 men had been transported 
to France. The plan for moving the Army and Air Force 
was worked out some weeks ago by selected officers at 
the War Office, and, to quote Mr. Hore-Belisha’s speech, 
‘they foresaw and provided for every need. Their 
ingenuity, their precision, and their patience would have 
baffled Bradshaw.’’ Some idea of the magnitude of the 
task may be gathered from the statement in the War 
Secretary’s speech that 25,000 vehicles, including tanks, 
have also been sent for service on the Western 
front. It was considered necessary to take devious internal 
routes both in moving men and machines as a precau- 
tion against possible air attack, and small groups halted 
in concealed areas by day and moved onwards by night. 
The success of the undertaking is clearly shown by the 
fact that there has not been one casualty to any of the 
personnel. 


across 


* * * * 


South Indian Railway Results 

With the exception of an increase of Rs. 2,93,541 
under ‘‘ sundries,’’ there was a general decline in the 
earnings of the South Indian Railway Company during the 
year ended March 31, 1939. The coaching receipts of 
Rs. 2,18,03,423 from the railway were down Rs. 13,82,731, 
and the earnings of Rs. 2,49,47,637 from public goods 
traffic on the railway were Rs. 1,41,965 lower. Ceylon 
steamboat earnings showed a slight improvement under 
coaching, which was more than offset by a decrease under 
goods. In working expenses there was a saving of 
Rs. 97,911. 


1937-38 1938-39 
Passengers carried 54,881,418 54,820,130 
Public goods trattic, tons 3,211,171 3,154,940 
Operating ratio, per cent 60-98 62-36 
Ks. Rs 
Gross earnings 5,15,48,561 5,02,51,831 
Expenses ‘ : .. 3,14,33,653 3,13,35,742 
Net receipts 2,01,14,908 1,89,16,089 


The company’s share of surplus profits remitted to London 
amounted to Rs. 25,122, realising £1,868, as compared 
with Rs. 1,17,431 and £8,746 for 1937-38. Stockholders 
receive a total of 43 per cent. for the year. 
* * * * 

Industry’s Accident Problem in War Time 

‘‘ Every person injured by industry is a loss to the 
nation’s resources—just as he would be if injured in a 
militant activity,’’ states Sir Duncan Wilson, H.M. Chief 
Inspector of Factories, in a message to the National Safety 
First Association welcoming its decision to maintain its 
industrial accident prevention work during war time. The 
effect of industrial accidents on national efficiency is 
obviously more pronounced in war time than in peace. 
The resources of the nation are marshalled for a single 
purpose and it is all-important to minimise losses on the 
‘‘ home front.’’ There is additional need for precaution 
and redoubled care at a time when the dilution of skilled 
labour involves the introduction of untrained persons into 
works and factories. There is insufficient time to give the 
desired training to new employees, who may be not only 
unskilled but often unadaptable by reason of age. 
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Longer hours and artificial lighting conditions also increas¢ 


ordinary risks. These and other considerations make it all 
he more necessary to insist on the educational side of 
ccident prevention as well as on the intensification of 


suitable propaganda. 
! 


Overseas Railway ‘Traffics 


In the accompanying table, the traffi receipts of the 
Argentine railways continue to be shown in thousands of 
pesos and those of the Canadian Pacific and the B.B. & 


1 


C.1. in sterling. n the case of 
the past two weeks 


he traffic gain in 
pesos [The Buenos Ayres Western 


the Central Argentine 
amounts to 206,100 
in the same 


34,000 


increase 


ine Tease ot 


period is 154,000 pesos A welcome 
pesos is shown by the Buenos Ayres Great Southern in 
the 15th week \ slight improvement in the Brazilian 
exchange has benefited the San Paulo. Central Uruguay 
sterli traffics have advanced by £1,444 in the past two 
weeks 
Ni ‘ I F Aggregat I 
Vee D tra D ’ 
Ay 14 1 16,125 630) 
2,018 34 6,760) 1,76 
+ 14 9,735 937 
1 f 28,247 248 
873.4 S7 982 ) 1,107,2¢ 
} ( I 7 5 5 $53.65 — 3 $7 
The Canadian Pacific has added £205,600 to its aggregate 


during the past two weeks. 


Restoring Restaurant Car Services 





\I long distance trains in Great Britain since Monday 
lave carried = ones igain restaurant facilities. 
ions to train mileage have at the same tim: 

yecome, necessary in order to keep trainloads within limits 
can be reasonably handled at terminals and at inte1 


nediate stops; for example, the 10 a.m. from King’s Cross 


to Edinburgh, with the corresponding return train, has 
in in two sections between London and Newcastle trom 
Octob 16, and the Liverpool and Manchester sections of 
he 5.30 p.m. from Euston have been worked indepen 
le it 5.30 and 5.35 p.m. from the same date. Such 
luplications would before long have become inevitable, 
( n order to provide adequate passenger accom 
i;odation without exceeding loads otf 16 to 20 boi 
ve vhich have been owing common and which 
epresent abou maximum that can be accommodated 
it terminal stat However popular they may prove in 
the davt estored restaurant car services” will 
vardly fail to do a roaring trade after nightfall. For with 
thi larkened dows and adequate lighting they will 
be the only Lic] in which the benighted traveller will 
be able to read as well as to eat. The Pullmans on th 
Southern had already acquired this popularity. 


Railway Difficulties in Modern Wartime 


Some of the difficultics confronting railway 


) } 
seTvices undel 


! 4 
aamMinist 


TS ! 11 
i < 


passenger train present 


ad recently to representatives of th 
O. Wheeler, Superintendent of Opera 

Naturally Mr. Wheeler referred 
ailway, 76 per cent. of the traffic 


passenge! inal only 24 pet cent. 


ranging 
onditions were outline 
by Mr. H. E 
tion, Southern Railway 
specially to his 
on which normally is 
eoods, whereas at the 
reatly In order to find paths and motive power 
for the increased number of freight trains and for military 
t has been to cut down passenger facilities 


Because the number of passengers desiring 


own 
present time these proportions art 
. 


necessary 


sid rably ; 


to travel has not decreased in proportion to the fewer 
trains available, the loads of the trains have become 
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considerably greater, thus necessitating lower speed. © 
of the worst troubles of the railways has been the 
culty of working during blackout hours. Passenger t 
are almost inevitably delayed by the difficulty of so 
baggage and parcels without adequate light, and this s 
cause also slows up the handling of goods traffic. | 
manent way maintenance work is also interfered wit 
lack of light. Indeed, when complaint is made that 
the beginning of the present war are as 
as those at the end of the last war, it should be born 
mind that this may be due very largely to the fact 
whereas in 1918 the blackout was relatively mild, t 
it is nearly absolute 


* * * * 


services at 


Recent Railway Accidents and the Blackout 

The fact that, within a few days of one another, t] 
have been two accidents to important passenger trains 
the British railways has given rise to ill-informed criti 
press that the safety of railway travelling is 
blackout Whereas safety on 
roads now falls to a low ebb on dark nights, the v 
reverse may justifiably be claimed for the operation 
trains on the railways. The extinction of practically 
other lights throws into striking relief the lights of sii 
so that they are now even easier to observe than thi 
have been hitherto. Indeed the experience of the last 
or seven weeks may well influence the method of lighti: 
railway stations and yards when normal conditions retu: 
accidents 


: } 
nn the 


paired by conditions. 


Pending the official inquiries into the two 
which we refer, it would be improper for us to specula 
as to the causes—although we understand that the railw 


tending towards 
but meanwhile we « 


idministration has information 
definite ly ascertainable conclusion 


state authoritatively that blackout conditions are in 
way held to be a contributory cause, although natural] 
they added to the difficulties of clearing the line. 


* * * 

The Effects of Free Speech 
Some unconventional methods tried during the past 
eighteen months by the Union Pacific Railroad of Ameri 
have resulted in a substantial increase of traffic over tl 
lines of that company. A freight conductor who had mad 
certain suggestions to the President of the line was first 
commissioned, with two others, to spend three months in 
calling on shippers on one division of the railway in orde 
to find out what they had to say about the line and its 
service; this enquiry produced 9,875 specifi 
ind complaints. The next step was a two-day meeting at 
Omaha between two hundred freight conductors, brakes 
men, locomotive drivers, stationmasters and others with 
three hundred departmental chiefs, at which the employees 
were asked to express their opinion on the working and 
management of the line. Spokesmen for the 29 labow 
organisations with which the Union Pacific does business 
invited to state thei Acting on the 
thus obtained, the railway obtained a 40 per 
cent. increase in less-than-carload business in six months 
Next the President suitabl 
people to get into conversation with passengers as to th 
onsidered the railway 
useful information 


suggesti Ms 


also views. 


information 
] 
I 


commissioned a number of 


respects 1n which the latter c Servic 
inadequate. Again a mass of 
received which has influenced coach design and operating 


Was 


methods, and has resulted in new passenger business. 


faster Running on the Victorian Railways 

Faster running generally is reported by the Superin 
tendent of Train Services of the Victorian Government 
Railways, in a recent analysis. A greater proportion of 
express trains is reflected in the average overall speed of 
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32.2 m.p.h. for steam passenger trains, compared with 


279 m.p.h. in 1934. Twelve of the regular trains have 
iverage overall speed exceeding 40 m.p.h., and eight 
these average 45 m.p.h. or over. The Spirit of Pro- 
s, on the up journey from Albury, averages 53-2 
..h. One of the factors which have contributed to this 
ral acceleration, has been the introduction of buffet 
eliminating the halts previously necessary for 
eshments. An improvement rendered possible by faster 
ling, and much appreciated by the travelling public, 
he later departure timing of the more important ex- 
ses. The Spirit of Progress now leaves Melbourne 
6.30 p.m., instead of at 5.30 p.m. as formerly, and the 
erland departs at 7.0 p.m., instead of at 4.30 p.m. As 
indication of the greater frequency of country passenge1 
ices, the analysis quotes the increase in the passenger 
n and railcar mileage, from a weekly average in 1934 
51,210 to one of 76,150 at present, an advance of 24,940 
es, or 49 per cent. 


Friction Brake Blocks 

Che first large-scale use of friction material for braking 
faces on railway vehicles was for the drum_ brakes 
railcars, but, rather because of the deficiency of drum 
ikes than anything inherent in the material, success Was 
On the Danish high speed diesel-electric 
ins one-sixth of the total maintenance charges were 
ie to brake-drum lining renewals, and the four latest 
ins have tread brakes, to which arrangement the 
iginal four trains are being converted. On the L.P.T.B., 

retardation of tube trains with Ferodo-lined tread 
locks was satisfactory, but such a high polish was given 
the treads that the maximum rate of acceleration could 


veneral. 


t be used when starting, and trials to get over this 
itculty are now under way. On railcars the French 
National Railways have tried two piece blocks—the 


ttom shoe of cast iron and the top of Ferodo—in orde1 
take advantage of the constant coefficient of friction of 
Kerodo on under given adhesion conditions; the 
wer iron block removes the water from the tread before 
reaches the upper block. On the Belgian National 
Railways trouble similar to that on the Danish trains 
is been experienced, but it has been found that for any 
ven line there is—from the brake block point of view— 
n optimum speed. For example, on one route an increase 
nthe journey time from 41 to 44 min. reduced by 50 per 
ent. the wear on the Ferodo. 


steel 


* * * 


Through the Window 


One of the railway sights that stimulated the desire to 
ravel was the brightly lit restaurant car, behind the 
vindows of which diners could be observed going about 
their serious employment with an gesture 
rarely noticeable in stationary eating places. Seen from 
he platform, there was something of the stage banquet 
bout it. No roll was broken but with studied grace, no 
lass raised without a glance of calm rapture at its con 
tents. The diners were conscious of their audience, and 
the scene was enjoyed on both sides of the window. Both 
sides, too, will miss something now that restaurant car 

‘“blacked out.’’ In the long run, of 
ourse, diners may come to welcome the shuttered panes. 
It would be difficult to play to the gallery with a helping 
lecimated by rationing, and it is unlikely that supple 
mentary portions of any dish will continue to be served 
pon request, whatever the menu may say. Perhaps it is 


clegance of 


vindows must be 


better, then, for the veil to be drawn upon the railway 
diner until the time comes again for it to rise upon him as 
pink, replete, and apparently prosperous as of yore. 
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The Southern Emergency Timetable 
QO» the Southern Railway the war emergency services 

began with a week of most drastic deceleration and 
reduction from September 11 to 17, when the fastest 
journey times became 2 hr. 16 min. between Waterloo and 
Southampton, 3 hr. 14 min. Bournemouth, 5 hr. 10 min. 
Exeter, 5 hr. 15 min. Weymouth, and correspondingly to 
and from other towns. After this the normal summer ser- 
vices, with relatively few cancellations, and at customary 
speeds, were restored, except on Sundays, with the result 
that for a month from September 18 the Southern Railway 
was running considerably the fastest trains in Great 
Britain. This position has been retained in the more 
permanent emergency timetable introduced on Monday 
last, October 16, though in a less marked degree, for a 
substantial measure of curtailment and slowing down of 
train services has become effective. To take an all-round 
average, the reduction in the number of trains, during 
business periods, which affects practically all the services 
over the Eastern and Central Divisions and many of those 
on the Western Division, has been about 5 per cent., 
increased to 20 per cent. in the slack hours and in the 
evening after 7 p.m. This applies also to the London 
suburban services. At the same time, the Southern Rail- 
way has succeeded in the new emergency timetable in 
giving the public a train service which in practically every 
respect is superior to that operating in the closing months 
of the Jast war, as may readily be appreciated by reference 
to the table appearing on the next page. Except for 
Hastings, Exeter, and Plymouth (and it is recognised that 
the Great Western Railway provides the major proportion 
of the service between London and the two last-mentioned 
towns), 60 per cent. of the towns shown have more trains 
than in 1918. The average journey times are all, with the 
exception of those to and from Bournemouth, better than 
in 1918, and in some cases very considerably -better, as, 
for example, Portsmouth, which has a service 32 per cent. 
faster, and Brighton, 21 per cent. faster; the increases in 
average journey times to and from all the places tabulated 
range between 3 and 20 per cent., with an average of only 
11} per cent. Not only so, but with the sole exception 
of Plymouth, every quickest journey time is shorter than 
that of October, 1918; also the crack 60-minute allowance 
of the London—Brighton electrics is still found in the new 
emergency timetable, and to and from Hastings, Ports 
mouth, and Margate the fastest times are only 6, 7, and 
8 min. respectively more than those of the normal winter 
timetable. 

In making these comparisons, certain important facts 
must be borne in mind. One is that between 1918 and 
1938 the whole of the Southern Railway main-line electri- 
fication was brought into operation, with the result that a 
substantial curtailment of the normal winter facilities can 
be made over these electrified routes while still leaving 
a far quicker and more frequent service than that of 21 
years ago. This is apparent in comparing the 1918 
and 1939 statistics of the Brighton, Hastings, and Ports 
mouth services. A second fact is that in 1918 the S.E. & 
C.R. main line between Folkestone and Dover was out 
of action, owing to the landslip in the Warren, so that 
all trains to and from Dover were being worked via 
Canterbury; this helps to explain the favourable position 
of Dover in October, 1989, as compared with October, 
1918. A third fact is that in view of the particular import 
ance of the Southern Railway in linking centres of naval 
and military importance with London, special efforts have 
been made to give the best possible services over the 
routes concerned without interference with Government 
troop and freight movements, which are extremely heavy. 
The selection of the trains for inclusion among the fre- 


quency figures and average journey times has presented 
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some difficulty. As S.R. EMERGENCY MatIn-LINE TIMETABLE, OcTOBER, 1939 
vitl the previous FASTEST AND AVERAGE TIMES AND FREQUENCY OF SERVICE BETWEEN LONDON AND VARIOUS 
: ae | pte PROVINCIAL CENTRES IN 1918, 1938, AND 1939 
articles of this. series, 
care has been taken to Fastest Time No. of Trains Daily Average Time peta sy 
avoid the inclusion of 
services which dupli London and Distance 
cate one another at the Oct., | Oct., | Oct., | Oct., | Oct., | Oct., ee -. — paren 1938-1938 
. . 2 1918 1938 1939 1918 1938 1939 1918 1938 1939 
same starting or arrival 
hours over alternative 
routes; and with a ser- miles h. m. | h. m. h. m h. m./h. m.|h. m.{h. m | 
vice such as_ that ( 
between Waterloo and Brighton 50-9 115 100) 1 00 4 100 46 1 30 | 109] 1 11 | 0 02 
Portsmout! } t Hastings* 62.4 1 48 | 1 38 25 50 22 Ss 27 1 Sz 1 59 | O 07 
ee aoe Sw Setinliel 73-6 | 212|130|137!| 24 | 45 | 40 | 253] 1 38/1 58/020/ 2 
ping trains have been  argate 73-9 |204; 130/138! 18 28 20 | 234/203/220/017) 1 
included only when Dovert 72 12277 (1R2i 1 17 32 22 |246|206|219| 013 
neither departure nor Southampton 79-2 1 43 | 1 25 | 1 46 20 28 20 2 16; 1 50/} 2 03 | 0 13 | 
val ti Salisbury 83-8 1 43 1 26 1 48 15 26 16 2 35 2 02 208 0 06 
arrival are at MES Rournemouth 107-9 | 239 156,/230)| 12 26 17 | 252|/233/304/031| 2 
closely adjacent to the fyete 171-8 | 3571309} 3 50 11 13 9 | 438 | 3 42 | 415] 0 33 15 
departure or arrival of Plymouths 230-9 5 55 | 4 43 | 6 06 8 12 7 6 32 | 5 45 | 6 22 | 0 37 11 
the expresses. In view Ren tS 4 
of the large number of * lia Tonbridge and via Lewes + Via Guildford, but in 1918 including also the princi 
Southern Railw t L.B. & S.C. trains via Horsham + Via Ashford and via Chatham (except 1918, when 
( 4 « < LC] 1 
ule AN M Ly ws Chatham only § North Road station 
minals, the times have 
been taken to and from London Bridge, of trains Eastbourne, and Pullman cars over certain sections of t 


stopping there; at Waterloo Junction, when that is the 
outermost stop; otherwise from Victoria, Cannon 
Street, or Waterloo. 

It is on the electrified lines of the Central Division that 


to or 


the fastest running is now performed; such start-to-stop 
runs as 60 min. between Victoria and Brighton (50-9 
m.p.h.), 31 min. from East Croydon to Haywards Heath 
(53-2 m.p.h.), 15 min. from Haywards Heath to Brighton 
(51-6 m.p.h.), and others, represent the fastest scheduled 


running in Great Britain today. By the aid of the rapid 
acceleration obtainable with electricity, it is just possible, 
apart from. signal or othe checks, to observe these times 
without exceeding a maximum speed of 60 m.p.h.; over 
the lines of the S.R. worked by steam locomotives, how 
the laying down of a 60 m.p.h. maximum is safe- 
guarded, other by start-to-stop bookings not 
exceeding 45 m.p.h. in speed, as, for example, the 108 
min. allowance for the 83-8 miles from Waterloo to Salis- 


evel, 


as on lines, 


bury. In the new timetables, while ample provision is 
made for travellers at the morning and evening business 
hours, except on Saturdays, there are some big gaps in 


the midday services, such as from 11.30 a.m. to 3.30 p.m. 
in the service from Waterloo to Southampton and Bourne 
mouth, 10.35 a.m. to 2.35 p.m. in that to Salisbury, 
Exeter, and beyond, and 11.15 to 3.15 p.m. in the service 
from Charing Cross to Folkestone and Dover. One of 
the most badly affected towns on the South Coast is East- 
bourne, as during a large part of the day all connections 
between Eastbourne and London made. via Brighton, 
lengthening the journey from 84 min. to about 2 hr., and 
with a of train at Brighton in addition. One 
singular result of this arrangement is that for a large part 
of the day the electrified direct line between Keymer junc 
tion and Lewes is practically deserted; there is no passenger 
train arrival at Lewes from the Haywards Heath direction 
between 10.48 a.m. and 3.55 p.m., that is, for over 5 hr., 
except on Saturdays. As to lateral communications, half- 
hourly trains are being maintained over the coastal electric 
between Portsmouth and Barnham, Worthing and 
Brighton, and Brighton and Hastings, and hourly trains 
between Portsmouth and Brighton. Apart from the one 
week of severely restricted service in early September, the 
Southern Railway maintained limited Pullman and 
refreshment services throughout, and these are continued 
in the new emergency timetables, together with restaurant 
between Waterloo and Exeter, Bournemouth and 
Portsmouth, refreshment cars to and from 


are 


1 
change 


lines 


has 


cars 


Bognor and 


Central and Eastern Divisions, and on the boat trains. 








Letters to the Editor 





he Editor is not responsible for the opinions of correspondent 
al 
Truth 
29, The Ridgeway, Watford 
October 11 
fo rHE Eprror OF THE RaILWay GAZETTE 
Sir,—-I notice, from your last week’s issue, that y 


make reference to the new weekly review of the activities o! 
one of our main-line railway companies. The followin 
passage interests me: ‘‘ Humour in this vein has the doub] 
merit of being bewildering to our opponents and extremel\ 
icceptable to the British intellect.”’ 

Judging by some of the recent effusions of 
ntertainers, our humour is certainly bewildering. 
that it is acceptable and accepted by the British intellect i 
sad. Not only humour, but serious opinions, seem to find 
acceptance indiscriminately. Pity it is that we are not all 
scientists, architects, and railway engineers. Then we should 
at least know that Central Europe is not inhabited by easily 
led and weak-minded people, and that the achievements of 
development and organisation of science and engineering ar 
no mere accidents. 

All to the elbow THE Rattway GAZETTE in 
efforts to spread the light technical truth. May th 
readers profit by the truths they read and may they assim 


B.B.( 
The fact 


the 


its 


of 


ot 


power 


late the knowledge in a manner worthy of | the British 
intellect 
Yours sincerely, 
RAYMOND H. HEALD (B.S( 


Valve Gears in South Africa 


African Railways & Harbours, 


General Manager’s Office, 


South 


Johannesburg 
September 23 
To THE Epiror OF THE RaILWAy GAZETTE 


Sir,—In your issue of July 14 last an article from a 
correspondent appeared under the caption ‘ Special Train 
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rking Extraordinary in South Africa ’’ (p. 59). In this 
le the following passage occurs: 
‘“ To provide adequate locomotive power the trains were 
irked by ‘19 C’ class 4-8-2 tender engines. These 
gines were built by the North British Locomotive Co. 
td., and have R.C. poppet valve gear; they were chosen 
- their extreme liveliness and rapid acceleration.’ 
\s unfavourable reports were received regarding the per 
nance of the R.C. valve gear, a different type of valve 
was specified in connection with further orders of this 
s of locomotive; in the circumstances the reference to 
valve gear coupled with the statement that ‘‘ they were 
n for their extreme liveliness and rapid acceleration ’’ 
xtremely misleading and I wish to point out that this 
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administration is in no way responsible for the opinions 


contained in the article. 
Yours faithfully, 
W. A. J. DAY 


Acting General Manager 


[It did not occur to us to question the passage in our 
correspondent’s article quoted by Mr. Day, having in mind 
the trials undertaken with the 19C ’’ Class 4-8-2 loco- 
motives with R.C. poppet valve gear shortly after the first 
of those built by the North British Locomotive Co. Ltd. in 
1934 was delivered to the South African Railways. An 
account of these trials was published in THE RaILway 
GazeEtTE of October 25, 1935 (page 689).—Ep. R.G. 








THE SCRAP HEAP 


AN ‘“ EMERGENCY ”’ ROUTE? 

[he Cornish Riviera Express 
rtled noisily through the peace of the 
lsummer afternoon. Newbury, Salis- 
ry, Taunton, Exeter .. .’’ 

)pening paragraph of ‘‘ Merlin Bay,”’ 

Richmal Crompton, the italics are 
s, but the diversion through Salis 

a creation of the author’s. 


* * * 


RAILWAYMAN SHOT BY SENTRY 


Samuel Stripp, a middle-aged 
uithern Railway man, and another 
n, were crossing the railway line 


iring the black-out when they passed 
position guarded by the military. 
1e sentry, after challenging the men, 
{ and shot Stripp, who was taken 
hospital for an immediate operation. 
has a bullet wound in the stomach. 
* * # 
rhe sounding of a horn does not 
obstruction away. It is a 
to force an often un- 
illing surrender. Less noise and more 
pecific learning as to road conduct 
ill save much of the present unneces- 
ry waste of human life.’’—Mr. T. E. 
Thomas, in his presidential address to 
ie Institute of Transport, October 9, 
939 


ow an 
rimitive device 


* * * 


THE GERMAN CHARACTER 

Some light is thrown by the chapter 

1 ‘‘ The German Character ’’ in Chris- 

pher Sykes’s Stranger Wonders. He 

scribes how a German friend locked 

s children up in their rooms for two 

iVs without food for an ottence sO 

ivial as co be virtually no offence at 

I] A few days later the author accom- 
inied one of the children to boarding 

hool; the girl wept copiously and 

‘Ir. Sykes condoled with her, saying 
hat he supposed school was very dull 
nd that she had to obey silly rules 
nd enjoyed no freedom. Her reply 
taggered him: ‘* You don’t understand 
I like home because with father 

here is order and discipline. That’s 
better. At school we can do 


There is no order.”’ 
! 


1uch 

hat we like. 

So much for freedom 
* * * 

A man was seen sitting on a lonely 


ailway embankment in the west of 
lreland., A passing tourist said to 


him, ‘‘ Don’t you find life very lonely ? ”’ 


“ Not at all, sir,”’ he replied. ‘* Well 
what do you do with yourself ?”’ 
‘Sure I watch the trains go by.”’ “‘ But 


how many trains go by each day ?’ 
‘Just the wan, sir.’-—Fvom ‘‘ Not so 
Humdrum,” by R. W. Harris. 


k * * 

A RETURN TO POWER 
One of the first railway war 
measures was the curtailment, and for 


a time complete disappearance, of 
restaurant car services on express 
trains. The result was a temporary 


return to its old glory of the much- 
disparaged railway refreshment room, 
which returned good for evil by satis- 
fying the needs of thousands of hungry 
passengers. Even in rts heyday the 
refreshment room always seemed to be 
caught completely by surprise by its 
customers and 


periodic rushes of 


recently, though some measure of fore- 
thought had partly compensated — the 
decay of years, the scenes round the 
counters were strongly reminiscent of 
the early days of railway catering. 
‘Crowds of passengers, all pushing 
and jostling and trampling on each 
other’s toes,’’ to quote from the letter- 
press of Percival Leigh, which accom- 
panies Dicky Doyle’s drawing (recently 
reproduced in The Railway Stock- 
holder), which appears below. Describ- 
ing a busy hour at Swindon station, 
Percival Leigh wrote: ‘‘ With much 
Ado got a Basin of Soup for my Wife, 
and for myself a Veal and Ham Pie, 
and to see me looking at my Watch, 
and taking a Mouthful by Turns; and 
how I did gulp a Glass of Guinness, his 
Stout! Before we had half finished, 
the Guard rang the Bell, and my Wife 
with a start did spill her Soup over her 
Dress, and was obliged to leave Half 
of it; and to think how ridiculous | 
looked, scampering back to the Train 
with my meat-Pie in my Mouth!”’ 























A-Ravway. STATYON. 


A satirical drawing by * Dicky Doyle” 


Show YNGE Y* TRAVELLERS. REFRESHYNGE- THEMSELVES. 


(Richard Doyle, the father of 
Conan Doyle) showing the primitive conditions under which travellers 
refreshed” themselves during the heyday of the railway refreshment room 
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OVERSEAS RAILWAY 


THE RAILWAY CAZETTE 


AFFAIRS 


(From our special correspondents) 


CANADA 


Railways in 1937 and 1938 
According to the Dominion Bureau 
of Statistics, the following are some of 
the principal figures compiled from all 
steam railways in Canada and relating 
to 1938 as compared with 1937 


1937 1938 
Gross revenue 355,103,271 336,833,400 
Operating expenses 300,652,548 295,705,638 
Net operating 

revenue 54,450,723 $1,127,762 
No, of emplovees 133,467 27,824 


Though civil 


ance Was 


mainten- 
$3,091,798 and 
by $3,933,346, 
with special care and planning, trans 
$1,239,135, 


engineering 
reduced by 
mechanical maintenance 


portation expenses rose by 


despite a 1-5 per cent. reduction in 
revenue train-miles \lso, in spite of 
the 5,643 fewer employees, wages and 


increased by 
1937 and 1938 


salaries $1,752,767 as 


betwee n 
Accidents during 1938 
the 


passengers, 


calendar yeat 
15 employees, an 


During 1938, four 
235 other 
persons were killed in train accidents, as 
compared with 
employees and 
1937 Phe 


four 
2°63 persons in 
number of persons injured 


passengers, 59 


othe 


In train accidents fell from 2,120 to 
1,741 
Wheat Congestion at Great Lakes 


Terminals 


\t the end of September more than 
12,000,000 bushels of grain were lying 
in freight cars in Fort William and 
Port Arthur railway terminals on Lake 
Superior awaiting unloading With 
elevators nearing storage capacity, the 
majority of the terminals did not work 


on the previous Sunday and most of the 
2,754 cars of grain 

the west over the remained 
loaded The total number of 
on hand waiting to be 
7,437, a record at any 
head history 


arrived from 


week-end 


which 


Ca’rs 
unloaded 
one time in lake- 


Was 


Increasing Railway Capacity in 
Wartime 

delays in the turn- 
and to speed up freight 
generally, the Railway Asso- 
Canada 1s instituting a cam- 
paign to enable the railways to keep 
pace with traffic demands, now in 
creasing rapidly with the war activities 
of the Dominion It points out that 
Canadian are in excellent 
and, the co-operation ot 
shippers and consignees are prepared 
to meet all present demands for trans- 
portation service 

\ bulletin 


States 


such 
round of stock, 
transport 


lo avoid 


clation of 


railways 


shape with 


the 
‘In circumstances demanding 
that there should be no slowing up or 
interruption of rail transportation ser- 


issued by association 


vices in Canada, we feel sure that the 
railway companies will meet with 
ready response from shippers, and 


traffic in their 
ensure continued efficient service.’’ The 
bulletin suggests that member 
lines should instruct their officers and 
agents to get into touch with railway 
patrons and make every effort to secure 
their co-operation to the end_ that 
freight car equipment will be utilised 
to its fullest possible capacity. 


receivers ot efforts to 


also 


How Traders Can Assist 

In this connection the bulletin points 
out that shippers are in a_ position 
greatly to increase and speed up trans- 
portation services if they will load cars 
rapidly and to their full weight-carrying 
orcubicalcapacity, whenever practicable, 
regardless of tariff minima, and promptly 
give to the railways detailed shipping 
instructions 
materially by 


Consignees can assist 
placing orders with 
shippers for full carloads, by promptly 
unloading cars at destination, and by 
the removal of refuse and dunnage from 
unloaded so as to 
condition for 
operation 


cars them in 
prompt reloading Co- 
along the lines suggested 
will be of benefit to shippers receivers 
and the railways 


leave 


INDIA 


Railway Conference Not to be 
Held 
It is understood that in view of the 
outbreak of war, the annual meeting of 
the Indian 
tion 


Railway Conference Associa- 
will not be held in October next. 
Important matters will possibly be dis- 
when the General 
Railways foregather in 


cussed Managers ot 
Delhi for the 
periodical conference with the Railway 
Board. 


Improved Use of Rolling Stock 


The question of improved utilisation of 
rolling stock has received the continuous 
attention of Indian railway 
ties for several years past, and the 
Wedgwood Committee focused atten- 
tion upon certain aspects of the problem 
in its report This subject covers an 
extensive field and many of the prob 
lems involve issues of c« 


authori- 


msiderable com- 


plexity \part from the many investi 
gations conducted by individual rail- 
wavs, the Railway Board placed an 


officer on special duty, who began by 
directing his first to the in- 
creased utilisation of locomotives It 
was stated in the Railway Administra- 
tion Report for 1937-38, that consider- 
able had made, and it 
was considered probable that by the 
end of the following vear, it would be 
possible, with certainty, to prescribe 
methods that would virtually eliminate 
heated bearings, one of the 
single obstacles to the more 


enere1es 


been 


WOLTESS 
} s 


greatest 
intensive 


October 20, 193% 
utilisation of locomotives. The mi 
of attack is a statistical analysis 
large series of technical experin 


based upon considerations, the im 
ance of which has not been fully r 
nised in the past. A large-scale st 
tical investigation into the usage 
wagon stock was also completed d 
1937-38 and has thrown light upoi 
mechanical which 
taking pooled wagons out of tratt 


reasons necess 


purposes ot repair 


Reduction of Upper Class 
Accommodation 





As a result of the recommendati 
the Wedgwood Committee, the ques 
of the waste of upper class accomm« 
tion in trains was investigated by 
railways. and it found that 
following avenues afforded mean 
effecting a reduction of surplus uj 
class accommodation 


Was 


(1) Amalgamation of first and 
classes into one upper class 

(2) Elimination of upper class acco1 
dation in certain services ; 

3) Reduction of upper class accomm« 
tion to actual requirements ; 

(4) Provision of two-berth coupé c 
partments for first class in place of f 
berth compartments 

First and have b 
amalgamated into upper 
the Assam-Bengal Railway, and possi! 
lities in this direction 
investigation on the 
class accommodation has been eliminat 
from various services on the B.B. & C.1 
E.I. and N.W Many ra 
ways have reduced upper class acc 
modation to actual requirements, and 1 
this end the designs of certain types 


second classes 


one class 
have been und 


G.LP.R. Up 


I 





Railways 


composite coat hes have been altered 

provide accommodation for the vario 
classes more in proportion to actual r 
quirements 
have generally 


First class two-berth « oupe 
been provided In n 


stock 
Holiday Travel Features 

In spite of war activities in the natut 
of air raid precautions, military supp! 
and transport arrangements, protec ti 
of essential institutions of public utilit 
and the general question of the country 
co-operation in the prosecu 
tion of the the railways in India 
are making preparations for a brisk pas 
senger traffic during the coming holiday 
Usually, the first day of th 
Durga Puja holidays marks the begin 
ning of a large-scale exodus from Cal 
cutta. The railways do the major portion 
of this evacuation. The return flow fro 
the hill resorts also begins with the ter 
mination of these holidays. 

This vear, the East Indian, th 
Bengal-Nagpur and the Eastern Bengal 
Railways are preparing for a heavy out 
ward rush of passengers from Howrah 
and Sealdah between October 14 and 
October 18. Arrangements are made to 
run a number of special trains in addi 
tion to the scheduled trains which will 


successful 


War, 


season 


carry the maximum load permissible 
Such arrangements ensure satisfactory 
train accommodation for the outward 


holiday trippers, but it has often been 
found that the return journey is not 











asreaad 
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pleted without some inconvenience 
card to train accommodation. To 
t such contingency, the Divisional 
rintendent of the Howrah Division 

east Indian Railway has arranged 
ike a census of the out-going Puja 
c to the various health resorts and 
es of religious and historic interest 
the system These figures will be 
irded to the traffic officers in the 
ricts concerned with the request that 
able train accommodation be pro- 
d for the return journey. If pas- 
rers co-operate by informing the dis- 
officers in advance of their require- 
ts, the difficulty in regard to train 
mmodation on the return trip will 


moved 


Mount Abu and Kashmir 


press note issued by the Publicity 
cer of the B.B. & C.I.R. draws atten- 
to the claims of Mount Abu as a 
lay resort of great charm and 
rest The bracing hill air and the 
lities for riding, golf, tennis and other 
suits will afford the city dweller a 
thful respite from the sultry condi 
that obtain in the plains towards 
close of the monsoon. In addition, 
incient Dilwara temples are well 
rth a visit. It has been said that for 
icacy of detail and appropriateness 
rnament, the intricate carving on 
se temples of marble is unsurpassed 
vhere in the world 
fhe B.B. & C.I.R. is issuing all-in 
bus, and hotel tickets from Bombay 
n inclusive cost of Rs. 175 for first 
ss and Rs. 140 for second class for 
lays’ stay at Mount Abu. For those 
» can afford a longer holiday, a visit 
IXashmir is suggested. The reductions 
ire are remarkable, the return jour- 
f 3,100 miles by rail and car be- 
een Bombay and Srinagar costing 
ly Rs. 263-4-0 (under £20) first class 
Rs. 144-2-0 (under fl second class. 


Railway and Sea Freights 
Qn the outbreak of the war, the 
amship companies not only put up 
vhts by 25 per cent., but cancelled 
existing freight contracts. The latter 
isure has evoked much _ criticism 
m the mercantile communities rhe 
lian railways quote very low rates 
port-to-port — trafti and it was 
ired that the increase in sea freights 
uld be followed by a corresponding in- 
ase in railway port-to-port charges 
such increase, it is understood, is 
templated at present Later, if the 
is protracted, the railways may be 
ved to revise railway rates generally 
meet increased working expenses con- 
juent upon the inevitable rise in the 


rice of railway stores and equipment. 


VICTORIA 


Heavy Railway Maintenance Re- 


quirements 
It is clear that action must be 
ken to deal with the very serious 


sition disclosed by the commis- 


oners ...”’ said the Premier, Mr. 
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Dunstan, when giving an assurance 
that the State Government would 
make the maximum possible financial 
provision to enable the Railways Com- 
missioners to undertake essential main- 
tenance work on rolling stock, per- 
manent way, and buildings. This state- 
ment was evoked when the Railways 
Commissioners asked the Government 
to provide nearly £2,000,000 for such 
works, otf which £780,500 were re- 
quired immediately for very urgent 
works. , 

First and foremost Newport “ A”’ 
power station which supplies the whole 
of the Melbourne electric train services 
with power, is, apparently, so old and 
in such a condition that it is liable to 
fail at anv moment £200,000 must be 
spent on it at once. Other essential 
works to be proceeded with forthwith 
are the construction of the following 
rolling stock : 


f 


500 general goods wagons suitable for 

the carriage of wheat in bulk, to cost 195,000 
70 sheep trucks, costing : 31,500 
7 all-steel, air-conditioned, country 

passenger coaches ; 80,000 
3 electric trams for the Sandringham 

Black Rock line ) 10,000 
2 ‘*H” class locomotives ; $0,000 


20 “* K”’ class locomctives 200,000 


1 Garratt locomotive for the Walhalla 

narrow-gauge line a 14,000 
\lso werkshop machinery ; ; 10,000 
Add for Newport *‘ A”’ power staticn 200,000 


Fotal .. 780.500 


Works already in hand and not in- 
cluded in this programme include 
| “H’’ class locomotive, 3 “ X ” class 
engines, 20 ‘ K’’ class locomotives, 
which are used for light line mixed 
traffic, 2 air-conditioned buffet cars, 
and 5 all-steel air-conditioned country 
coaches, similar to those used for the 
Spirit of Progress. 

In order to ensure that priority is 
given to the above, the following works, 
though also urgently required, have been 
postponed until the end of this or the 
beginning of next financial year 


Doubling of the Hawthorn line and cen 
struction of a fly-over at Burnley, the most 
necessary works in the suburban area. 

rhe building of new stock for the Overland 
express to Adelaide. 

rhe strengthening of track and bridges on 


Vartous ines, 


RHODESIA 


Jubilee of the Chartered Company : 
Historical Notes 

[his is the jubilee year of the Char 
tered Company which established and 
developed the two Rhodesias, and the 
exploitation of the natural wealth of 
the two territories is described in the 

Report on Economic and Commer 
cial Conditions in Southern Rhodesia, 
Northern Rhodesia, and Nyasaland,”’ 
issued by the Department of Overseas 
Trade. 

Half a century ago the territories 
which were to become the Rhodesias 
were mostly unexplored bush; today 
2700 miles of railway within Northern 
and Southern Rhodesia connect with 
the other railways that serve the ports 


Stl 


of the Union of South Africa, Beira i. 
Portuguese East Africa, and Lobito in 
Portuguese West Africa. In 1890 the 
pioneer column, cutting its path 
through 400 miles of bush, took more 
than two months to reach Salisbury 
from the time it entered Southern 
Rhodesia. Today there are about 
20,000 motorcars in the colony, and 
more than 13,000 miles of main, 
branch and district roads. Daily air 
services connect Salisbury, Buluwayo, 
and Johannesburg, and there are. bi 
weekly services between the capitals of 
the three dependencies. The general 
prosperity of the country has been re 
flected in the results of working of 
the railways, especially the increased 
traffic resulting from mining activity. 


Government Intervention in Road 
Competition Problem 

[he question of road competition 
has become more acute for the rail 
ways with the completion of the road 
between Salisbury and 
Lusaka, via the Chirundu bridge. The 
distance by rail is 877 miles, but the 
road journey via Chirundu is only 340 
miles. At the Congress of Chambers of 
Congress last February the General 
Manager of the Rhodesia Railways said 
the seriousness of the problem could 
not be overstated, and the Prime 
Minister agreed that, although the 
railways are not State-owned, they 
must be protected as a public utility 
company, of which the profits are 
limited by legislation. Reductions of 
freight charges by the railways are 
legally permissible only when the 
reserve account is twice the amount 
necessary to meet the annual loan 
provision. This position, long awaited 
by the public, was reached on Septem 
ber 30, 1938, and reductions in passen 
ger and freight rates totalling £239,500 
came into operaticn on January 1, 
1939. [The annual report of Rhodesia 
Railways Limited was reviewed in our 
issue of May 5 last, at page 720.—Eb. 
R.G. 


connection 


SPAIN 


Proposed Barcelona-Bilbao Direct 
Line 

Interest is being revived in_ the 
Catalonian capital in the project for 
a direct railway between Barcelona 
and Bilbao. Surveys were carried out 
and project estimates framed for a 
broad-gauge direct line some 540 km. 
(337 miles) in length, to pass through 
Igualada, Balaguer, Barbastro, Huesca, 
\yerbe, Pamplona, and Durango. This 
ambitious scheme provides for a double 
line, equipped for electric traction, 
capable of speeds up to 160 km.p.h. 
(100 m.p.h.). The capital cost is esti- 
mated at 644,000,000 pesetas (about 
{15,250,000 sterling at present official 
exchange), and considering that there is 
already a fairly direct route (about 
687 km., or 427 miles) between the two 
cities, the project is unlikely to mate- 
rialise at any rate in the near future, 



















































CENSUS 


the Ministry of Transport 
publishing the usual return 
number of staff em 
companies ol 


vas veal 
Is not 

showing (i) the 

the 


ployed by railway 


Great Britain, by the Railway Clearing 
Hous ind on the railway under 
takings of the London Passenger 
fransport Board during a_ selected 


week in March, and (ii) a 
of the rates of pay and average weekly 


comparison 


salary or wage of, and average weekly 


payments to certain selected grades 
during the week selected By courtesy 
of the Minister, however, we are en 
ibled to publish some of the detail: 


which have been compiled for the week 


ended March 11, 1939 Comparisons 
are made with the corresponding 
returns for the week ended March 12, 
1938 

With the exception of staff not em 
ployed directly, e.g., staff employed 


persons in the ser 
undertakings men 
during the census 
into The figures 
number of staff receiving 
for the full week com 
number of 


by contractors, all 
railway 
the 


iccount. 


vice of the 
tioned 


1 talear 
re taken 


week of 


represent the 
laries or wages 
bined with the equivalent 
where em 
than the 


full time workers in cases 


ployees were paid for less 


compl t¢ week 
Phe average p 


ivinents to certain of 


the adult male staff were as follow: 
Week ended 
Mat 12, Mar ll, 
1938 19389 
he { t I i Salaried T te 
\ i p Ss \ 


sta ¢ 1 at wages ites 

udit staff entere 

le ncillarv businesses 
( iliation Staft oS ¢ 6/ 8S 
Shop and artisan staff 71 11 71 ; 


Phe iverage 


payments represent 
tlaric or wage residual bonus (il 
inv), War wage, piecework payments, 
tonnage bonus, payments for ovet 
time, Sunday duty, night duty, com 
muted allowance and any other pay 
ments for work performed, but 
xclucde compensation allowance, 


travelling and out-of-pocket expenses, 


ind meal and lodging allowances. As 
from March 28, 1931, modifications 
were made in certain conditions of ser 
vice, and the earnings of the staff were 
rade subject to a percentage deduce 
tion At intervals during the year: 
1934. to 1936 the deductions from 
earnings were partially restored and 
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the standard rate for overtime (i.e., 
and a quarter) was re-introduced. 
deduction of 1} per 


time 
The remaining 


cent. from earnings ceased in August, 
1937, when also the standard rates for 
night duty and Sunday duty were 
restored and other concessions were 
given. A comparison of the average 
weekly payments for the week ended 
March 11, 1939, with those for the 
week ended March 12, 1938, is conse 


quently not affected during the respec- 
tive weeks by differences in rates of 
pay (apart from a reduction in the cost 


of living bonus for certain grades) or 
by changes in conditions of service. 
On the other hand the total salaries 
and wages paid in the years 1937 


(£108,255,125) and 1938 (£109,419,844) 
include the effect of the varying con 
ditions in regard to actual remunera- 
tion operative before and after August, 
1937. 


Summary of Total Staff FT mployed 


At At 
Mar. 12, Mar. 11, 
Name of Company 1938 1939 





G.W.R 102,352 99,223 
L.N.E.R 177,236 170,271 
L.M.S.R 233,054 223,729 
Southern Railway 68,759 67,680 
Cheshire Lines 2.811 2,774 
London Transport . 15,731 17,812 
M. & G.N. Joint 1,353 1,321 
Railway Clearing Houss 1,853 1,843 
Other companies 4,129 3,864 

[The following _ table gives the 
numbers employed in each of the 


principal grades and in ancillary busi- 
the selected week in 
corresponding numbers 
in 1938 :— 


nesses during 
1939, with the 
for the selected week 


Male Staff 
Railway Staff : 
Capstanmen 
Carters and vanguards 
Carriage cleaners 
Carriage and wagon ex- 
aminers , , 4.252 4,226 
Carriage and wagon oilers 





1938 1939 
1,147 L137 
23,733 24,098 
6.677 6,343 





and greasers 1,784 
Checkers 8,788 
Cranemen 5: 538 
Crossing-keepers . 1,35 1,347 
Engine cleaners : : 7,564 6,629 
Engine drivers and motor- 

men , 36,977 35,472 
Firemen and assistant 

motormen a 33,474 32,040 
Foremen and chargemen. . 7,129 7,037 
Guards—goods é 14,805 13,948 
Guards—passenget 7,632 7,597 
Hydraulic and pumping 

engine staff 760 789 
Labourers 26,850 24,581 
lLLampmen . 1,772 1,711 
Loaders, callers off, ropers 

and sheeters ae 5,733 5,553 
Locomotive shed staff (ex- 

cluding labourers 8,856 8,601 
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Staff-statistics compiled by the Ministry of Transport at March 11, 1939, 
showing also the average payments made to certain of the adult male staff for 
the week ended on that date, compared with the equivalent figures for 1938 


Vale Staff (contd — 
Railway Staff (contd 
Messenge rs 
Number-takers . ; 
Officers and clerical staff. 
Permanent-way men 
Pointsmen .. 
Police staff : 
Supervisory grades 
Other grades 
Porters : 
Goods 
Passenger 
Porter guards 
Porter signalmen 
Shop and artisan Staff : 
Supervisory grades ee 
Other grades (excluding 
labourers and watchmen) 
Shunters ws 
Shunt-horse drivers 
Signal and telegraph men 
Signalmen 
Signal box lads 
Stationmasters, 
a “ye = : 
Supervisory staff (other than 
shop and artisan and police) 
Technical staff ° 
Ticket collectors 
Traffic control staff 
Watchmen .. 
Miscellaneous grades 


vardmasters, 


Railway total 


Ancillary Businesses : 

Canal staff ‘ : 

Dock and quay (other than 
shop and artisan) staff 

Marine (other than shop 
and artisan) staff 

Marine and dock shop and 
artisan stafi e* . 

Omnibus and passenger 
road vehicles : 


Conciliation staff—tra ft 
department : oe 
Hotel, refreshment room, 
dining car and laundry 


statt 
lotal—Ancillary busi- 


nesses 


Male 
Femal 
Railway : 

Carriage cleaners .. + 

Clerical and technical staff 

Crossing-keepers 

Office cleaners 

women ‘ 

Shop and artisan staff 

Waiting room and lavatory 

attendants : 

Miscellaneous grades 


Statt 


Staff 


Potal 


and char- 


lotal 
Ancillary Businesses : 
Hotel, refreshment room, 
dining car and laundry 
stafi 


Marine staff 


lotal—Female staff 
GRAND TOTAL—ALL 
STAFF 


October 20, 193: 


\t 


Mar. 12, 


1938 


979 
1,987 
63 322 
58,420 


269 


97,935 
17,216 
261 
6,198 
24,402 


1,562 


9,641 
3,564 
3,698 
1,545 
403 
10,180 
553 254 
1.13 
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Tax TABLES 
Bankers, 


DIVIDEND INcoMI 
For the Use of Secretaries, 
Accountants, Stockbrokers, &c. No. 32, 
for deductions at 8s. 6d. in the £1. 
London Fredk. C. Mathieson & Sons, 
9} in. 


16, Copthall Avenue, E.C.2. 





6 in. 7 pp. Paper covers. Price Is. net. 

This pamphlet will be most useful to 
investors as well as to. secretaries, 
bankers, accountants, and stockbrokers. 
It clearly explains the reason for ‘‘ de- 
ductions at 8s. 6d. in the £”’ to those of 





more than 7s. 


us who did not expect a deduction ot 
for the present. 


Th 


tables give the tax deductions at the 
rate of 8s. 6d. in the £ and the resulting 
net amounts in the case of gross divi 


dends ranging from £1 to £1,000. 
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This section appears at four-weekly intervals 


Wartime Bus Services 


[ the beginning of the present war, the motorbus 
occupied a vastly different position in the national 
momy from what it did a quarter of a century ago. 
reasing reliance has been placed upon road transport, 
hin recent years, for the development of new industrial 
| residential areas, which at an earlier period would 
¢ since have demanded railway facilities. Trams have 

n abandoned in favour of buses; passenger services 

many branch railways have been withdrawn; and 
tain types of cross-country connection have been left 
iinly in the hands of road transport. The day is long 
ice past, therefore, when it is easy to envisage a war- 
ne abandonment of bus services causing little more hard- 
ip than the necessity of walking, cycling, or driving by 
ip, to a nearby railway station. Those responsible for 

maintenance of the country’s motorbus system—many 
them the officers of railway-associated companies—are 
cordingly faced with the task of preserving a national 
rvice and not merely a useful commercial undertaking. 

1 the face of fuel rationing, considerable skill has been 
xercised—and, on the whole, successfully—in preparing 
emergency timetables. As is shown in our article ‘‘ Road 
fransport and the War,’’ the broad policy adopted has 
been to preserve intact the structure of the service net- 

ork, and to effect the necessary mileage reduction by 

metable cuts during normal slack hours and in the black- 
ut period. While evacuation (Government and commer- 
al) has assisted some operators, it has created new 
problems for others. Various bus companies are also 
inding that troops stationed in their areas wish to use 
he local bus services and overcrowd vehicles that cannot 
ve duplicated as the demand does not rank as an official 
novement of military for which an additional fuel allow- 
nce may be obtained. Many interesting data might be 
published about the transport problems connected with 
these concentrations of troops and evacuees but for the 
‘vious undesirability of indicating their locations. Travel 
'y public motor services will doubtless tend to increase as 
he result of fuel restriction on private cars and the fact 
that the increased car tax from January next will prob- 
ibly result in many private owners laying up their vehicles 
for the quarter. 

Lighting restrictions are naturally increasing the strain 
f night driving and resulting in slower bus schedules after 
lark. An interesting comment on the unequal incidence 
f these restrictions on different parts of the country, made 
by Mr. W. H. Fowke, Engineer and Manager of the High- 
land Transport Co. Ltd., is quoted on page 517. His 
considered opinion as one who for 36 years has driven in 
all weather and conditions is that there are parts of the 
country where, unless it be found compatible with national 
safety to make a small relaxation of the rigid lighting 
restrictions, all use of the roads after dark will be attended 
with considerable peril. Mr. Fowke also tells us that 
owing to fuel restrictions 20 per cent. of his company’s 
vehicles were laid off on September 30 as against a normal 
5 per cent. Even allowing for the numbers of drivers who 
have been called up, the company has 5 per cent. of its 
men redundant under the present timetable. Other 


operators are having similar experiences, and it is to be 
hoped that this percentage of good transport men—difficult 
to replace—will not be allowed to drift into other employ- 
ment, and thus weaken the potential strength of an 
industry upon which even heavier demands may be made 
if the war proves lengthy. 


Road Transport in Nigeria 


N the Report on Transport in Nigeria summarised in 
last week’s issue of THE RalLWAy GAZETTE, Mr. 
Frederick Smith, Chief of the Transport Executive of Lever 
3rothers and Unilever Limited, has some interesting obser- 
vations on the function of road transport in the 
development of countries like Nigeria, and its co-ordina- 
tion with the rail services. Nigeria possesses a comprehen- 
sive road system well designed for modern needs. It also 
has a railway system 1,900 miles in length, and both are 
publicly owned and maintained, but road transport is 
privately operated. Water transport by the great rivers 
is also important. The next few years should see a 
development of the backward areas of the country almost 
entirely by the influence of road transport, because of its 
great flexibility. Mr. Smith considers that the road ser- 
vices should be permitted to develop freely, with the mini- 
mum of regulation. Rail, road, and river are at present 
apparently in conflict, but in reality they are complemen- 
tary. Dealing with the question of railway extensions, and 
looking a long way ahead, Mr. Smith considers it unlikely 
that further railways will be necessary in Nigeria. Upon 
that assumption, it would be preferable at the outset to 
build up special motor roads designed to take heavy loads 
at high speeds, but linked up with the present rail system 
and not designed to compete with it. Motor vehicles, and 
possibly motor road trains ultimately, should be designed 
specially for these roads, and particularly for Nigerian 
conditions, consideration being given to the possibility of 
using native vegetable oils as fuel. 

It is an open question whether it would be preferable 
for the motor vehicle services to be provided by private 
enterprise or by the railway itself. If the former, it should 
be under special contract with the railway, under which 
the operators would undertake to feed the railway and not 
to compete with it, and there should be some special 
form of inducement, such as rebates from licences in return 
for these binding contracts. The special motor roads 
should be provided by the Government, just as if they 
were extensions of the railway itself. Through road and 
rail rates should be adopted in any case, but, while pro- 
tecting the railway in that sphere in which it is the most 
suitable form of transport, it should be a feature of rail- 
way policy to relinquish that traffic which can be carried 
most suitably by other means. Mr. Smith has an interest- 
ing suggestion to make in regard to the financing of both 
rail and road services. Consideration, he says, might be 
given to the possibility of merging the capital value of the 
permanent way and buildings on the railway with the 
capital value of the highways in one common account, 
served by a levy on the tonnage carried by rail and road 
after a substantial allowance for the community value of 
transport service, which should be borne by the State. 
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Similarly the services devoted to the improvement of the 
rivers might also be merged in this fund and met by a 
similar levy. In the case of rail and river services, the 
assessable tonnage could easily be ascertained, but with 
road transport this would be difficult, and the assessment 
therefore would have to be on the capacity of the vehicles. 
By means of such a merging of capital in a common fund, 
all questions of unfair competition between the different 
forms of transport would be removed. A flat rate levy 
should prove most satisfactory, and it ought not to be 
complicated by any ‘‘ value ’’ theory—that would _ be 
applied to the rates themselves. Mr. Smith acknowledges 
his indebtedness to Sir Osborne Mance for the idea, and 
for discussions he has since had with him on the subject. 
The true efficiency of a transport system in a country like 
Nigeria, in Mr. Smith’s view, lies in the extent to which 
it contributes to the economic development of the country, 
and the welfare of its people, and this applies to rail, road, 
and river alike. These services, in a developing country, 
benefit the whole people and not merely their direct users. 


Tramways in Holland 

A RECENT statistical report gives particulars of the 
. tramway developments in the Netherlands for the 
years 1928 to 1937, and, although not bringing the facts up 
to very recent date, serves well to show the trend of events 
of late years. The undertakings concerned still play a large 
part in the transport services of the country. During the 
period concerned the total tramway route-mileage declined 
from 3,087 to 2,216 km. (1,918 to 1,377 miles), or 288 
per cent., while at the end of 1937 the tramway under- 
takings were themselves operating 1,863 km. (1,158 miles) 
of licensed bus routes, so far as was reported. It is 
known, however, that this figure is too low, a few concerns 
not having made returns. In Groningen there is a 
6-6-km. (4:1-mile) trolleybus route. Four undertakings 
were each operating more than 100 km. (62 miles) of bus 
routes. In the same period the number of steam tram 
engines declined from 577 to 285, motor and other coaches 
from 3,433 to 2,673, and goods wagons from 4,747 to 
3,333, but in 1936 some 587 buses and 151 lorries were put 
into service. In 1928 passengers carried amounted to 
351 millions and goods to about 3 million tonnes; in 1937 
the figures were 283 millions and only 1 million tonnes 
of goods. Passenger and goods receipts fell from 39 million 
and 5 million guilders to 28 millions and 2 millions. These 
figures again are to some extent approximate owing to a 
certain insufficiency in the returns sent in, but they show 
how gravely the companies and municipalities have been 
affected in recent years. During the early part of the 
present year, however, some lines showed an improvement; 
the war is nevertheless bound to exercise considerable 
effect in the neutral countries and it is feared that trans- 
port concerns in Holland will meet with great difficulties. 


Level-Crossing Accidents in the U.S.A. 
in 1938 


ETAILS of the level-crossing accidents in the United 
States last year are of unusual interest. No fewer 

than 1,090 out of a total of 3,089 such accidents were 
caused by road motor drivers running into the sides of 
trains, or 35 per cent. These side collisions accounted for 
256 deaths and 1,606 injuries. In 536 cases the head 
end of the train was struck, in 198 the trains were 
stationary, and in 352 the trains were moving at only 
1-9 m.p.h. On the other hand the road vehicles were 
travelling at 40 m.p.h. and over on 290 occasions. Mid- 
night to 1 a.m. was the hour during which most of these 
accidents occurred, and in 337 instances the crossings were 
illuminated by flood, street, or other lights. The weather 





was clear when 202 of the daylight and 517 of the nig! 
time accidents occurred. In 922 of the collisions 
unusual railway operations were involved. A statisti 
comparison of the accidents which have occurred at le’ 
crossings in the U.S.A. during 1937 and 1938 is 
interest in the sidelights that it offers on the mental pi 
cesses of road users. During 1938 the greatest frequen 
of accident was between 5 and 6 p.m., at the hour wh¢ 
large numbers of car owners finish their daily employmen 
and are hastening to their homes. The proportion « 
crossing accidents occurring in daylight increased fro: 
51 per cent. in 1937 to 53 per cent. in 1938. During 193 
the greatest number of accidents at highway grade cross 
ings occurred, on the average, on Saturdays. Of the acci 
dents the total involving motor vehicles in 1938 wa 
divided in almost exactly equal proportions between tow 
and country, 48 per cent. being at city crossings, 50 pe 
cent. in rural areas, and the remaining 2 per cent. no 
definitely classified. It is at first sight singular that 60 pe 
cent. of the level crossing accidents involved freight trains 
travelling at less than 20 m.p.h., but the explanation, wit! 
very little doubt, is that at unprotected crossings motorist 
are tempted to take greater risks in getting over the cross 
ing before a slow-moving train than they would dare to do 
with trains travelling at speed; further, there is incentive 
in the fact that the slow-moving freight takes much the 
longer time to pass, with greater consequent delay to road 
traffic. Accidents caused by motor vehicles running into 
the sides of trains were 28 per cent. fewer in 1938 than in 
1937. 


Rhodesian Road Transport 


HE new bridge at the Chirundu ferry was opened to 
traffic on May 24, 1939, and both the Southern and 
the Northern Rhodesian Governments are rebuilding and 
improving their parts of the existing road. The journey 
between Salisbury and Lusaka by rail is 877 miles, while 
by road, via Chirundu, it is only 340 miles. The new 
road makes the copperbelt of Northern Rhodesia more 
accessible from Salisbury and facilitates the extended use 
of motor transport. Bulawayo has hitherto been the dis- 
tributing centre for the Northern Rhodesian trade but 
Salisbury will almost certainly prove more convenient for 
wholesale distribution to the north, unless the operations 
of road transport contractors are restricted by legislation, 
states the Report on Economic and Commercial Conditions 
in Southern Rhodesia, Northern Rhodesia, and Nyasaland, 
issued by the Department of Overseas Trade (H.M. 
Stationery Office, Is. 3d. net). The report also states 
that it has been suggested to the Rhodesian Railways that 
they make provision for a passenger and light goods road 
service over the new bridge, to connect the railway at 
Sinoia in Southern Rhodesia with Kafue in Northern 
Rhodesia; both these towns are on the Salisbury—Lusaka 
road. Progress has continued in the construction of all- 
weather roads in Southern Rhodesia. Stripped roads now 
connect all the main towns, and many secondary roads 
have been stripped. This consists of the provision of two 
wide strips of weather-proof road material, the strips 
spaced so that each wheel track of any motor vehicle will 
traverse one of the strips. Stripping involves the treatment 
of only about one-third of the total road surface. At the 
end of 1938 there were 1,651 miles of stripped roads in 
Southern Rhodesia. 








““ MIDLAND ‘ Red’ MontHiy MaGazine.’’—We are offici- 
ally informed by Mr. J. P. Savage, the Editor, that it has 
been decided to discontinue until further notice publication 
of the Midland “‘ Red’’ Monthly Magazine, the staff organ 
of the traffic department of the Birmingham & Midland 
Motor Omnibus Co. Ltd. 
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ROAD TRANSPORT AND THE 


WAR—2* 


Fuel rationing and supplementary rations— Prohibition of use of paraffin 


for motor vehicles—-Restrictions relaxed 


TOW that we have had nearly seven weeks of experience of 
wartime conditions, and all but a month of fuel ration- 
ig, it is possible to form some idea of the way in which the 


dinary commercial road transport services of the country 
re being affected. 


Fuel Rationing 

Fuel rationing came into force on September 23, and, as 
here appeared to be a certain amount of misapprehension 
mong operators of goods vehicles as to both the object of 
the fuel rationing scheme and its effect upon them, the 
Ministry of Transport made the following statement on 
September 20:— 

‘‘ The effective prosecution of the war involves very heavy 
lemands for petrol and fuel oil and in order to safeguard 
upplies for this purpose it is necessary to reduce home con 
sumption by all classes of transport. In the case of com- 
mercial transport the economy required at present is 25 per 
ent. of the estimated normal peace-time consumption. 
Chree-quarters of the amount normally consumed by com- 
mercial transport is thus still available and the object of the 
rationing scheme is to distribute this amount equitably 
mong operators of goods vehicles with due regard to the 
maintenance of essential transport. The method which has 
been adopted is to divide the available supplies into a 
‘basic’ ration issuable in respect of every goods vehicle 
ind ‘‘ supplementary ’’ rations which can be issued at the 
discretion of the Ministry of Transport organisation in 
respect of necessary transport work. The basic ration is 
ilculated to give vehicles of all classes roughly the same 
mileage and is equal altogether to about 50 per cent. of the 
estimated normal peace-time consumption of commercial 
transport. This should in itself be sufficient for a large pro 
portion of ‘C’ licence operators (7.e., those who carry 
their own goods). The average mileage run by ‘C’ 
operators is, however, substantially less than that run by 
the general haulier. For operators of the general haulier class 
the basic ration is not likely to be sufficient and it is mainly 
to assist them that the supplementary ration will be made 
available. The reserves available for supplementary rations 
amount to approximately 25 per cent. of the total normal 
peace-time consumption of all forms of goods transport. All 
hauliers who desire to make a claim for these additional 
issues and have not already done so should apply at once 
through their group organisers and there should be no serious 
difficulty in meeting reasonable demands for such issues. It 
is realised that adjustments in transport arrangements which 
rationing will necessitate cannot in all cases be effected 
immediately and that in the early stages of the scheme 
transport must be kept running even if the desired economy 
in the consumption of fuel is not immediately secured.”’ 

Some operators of goods vehicles have undoubtedly suf- 
fered inconvenience as the result of the supplementary 
rationing machinery not having functioned sufficiently 
rapidly, but, so far as we are aware, few essential services 
were incommoded, and at present no reasonable need is 
being unreasonably refused. From today (October 20) fuel 
ration coupons are being issued to operators of goods and 
public service vehicles on a fortnightly basis, instead of on 
a weekly basis as at present. In order that, as far as 
possible, any supplementary rations required for goods 
vehicles may be issued at the same time as the basic rations, 
group organisers were asked to lodge with the appropriate 
Sub-District Manager on Wednesday last, October 18, appli- 
cations for the fortnightly period beginning on October 21. 
In future, applications for supplementary rations, so far as 


* The first article in this series was published in our issue of September 
22, at page 401 


Wartime motorbus operation 


they can be estimated in advance, should be made. fort- 
nightly on the Wednesday before every basic ration issue 
day. Operators of public service vehicles should also submit 
in advance to Regional Transport Commissioners any neces- 
sary applications for supplementary issues, so that those 
issues may be made, as far as practicable, at the same time 
as the basic rations. 
Prohibition of Use of Kerosene or Paraffin 

The Secretary for Mines has made an Order—the Petro- 
leum (No. 1) Order, 1939—which prohibits the use in any 
motor vehicle of kerosene or paraffin either alone or mixed 
with motor spirit or diesel oil. The only exceptions are agri- 
cultural tractors and engines, which are permitted to be used 
on roads only when engaged in purely farming operations. 
The Order came into force on October 16, since which date 
it has been an offence for any person to sell or supply kero- 
sene for use in a motor vehicle or to use kerosene for this 
purpose. The Order has been made because, since the intro- 
duction of the motor fuel rationing scheme, considerable 
quantities of kerosene (including mineral vaporising oil) have 
been used either alone or mixed with motor spirit or road 
diesel oil as a fuel in motor vehicles. Kerosene is used 
mainly for domestic cooking, heating, and lighting, and as 
a fuel for certain types of agricultural tractors and engines. 
There are substantial stocks in the country but the Secretary 
for Mines states that it is essential in the national interest 
that they should be used only for such purposes. Persons 
authorised by the Secretary for Mines and any officer of 
Customs and Excise are empowered to examine any motor 
vehicle in which they have reason to believe that kerosene 
is being used as a motor fuel. They may also inspect 
premises where kerosene or mixtures of kerosene and motor 
spirit or diesel oil are stored for such a purpose. 


Solid Tyres 

The Ministry of Transport announced on September 27 
that it is proposed to postpone the requirements of regula- 
tions 35 and 40 of the Motor Vehicles (Construction and Use) 
Regulations, 1937, that heavy motorcars and motorcars on 
solid tyres must, with certain minor exceptions, be con- 
verted to pneumatic tyres by January 1, 1940. This means 
that vehicles in those classes which were registered before 
1933 may continue to run on solid tyres but that new 
vehicles will still have to be fitted with pneumatics. The 
concession also extends to trailers which would have been 
affected by the conversion requirements. 


Horse Traffic Restrictions Removed 

The ban on slow-moving traffic (including horse-drawn 
vehicles) in some of the main thoroughfares of Central 
Londen during specified hours has been lifted, and the 
Order to this effect, which has been made by the Minister 
of Transport under the Defence Regulations, was published 
on October 3. The Order permits any vehicle drawn by 
horses or propelled by hand, and any vehicle restricted to a 
speed of less than 8 m.p.h. to be in any of the streets to 
which Regulation 42 of the London Traffic (Miscellaneous 
Provisions) Consolidation Provisional Regulations, 1934, or 
the London Traffic (Slow-moving Traffic) Regulations, 1937, 
apply, irrespective of any restrictions imposed by those regu- 
lations. The streets affected by the Order are in the Oxford 
Street area, the City of Westminster, and the Metropolitan 
Borough of Holborn. 


Requisitioned Vehicles for Civil Defence 


The Ministry of Information announced on September 21 
that the Minister of Transport after further consultation with 
representatives of the road transport industry (goods) regard. 
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ing the rates of payment for vehicles taken for civil defence 
purposes under requisitioning powers or earmarking agree- 
ments has suggested that provisional payments on account, 
as set out in the following table, may be made to the owners 
of goods vehicles pending settlement of the substantive 
amounts which he would advise to be reasonable. The pro- 
visional sums on account of hiring charges include nothing 
for drivers’ wages, fuel, lubricants, or maintenance services 
dependent upon running. Further, the liability placed by the 
Compensation (Defence) Act, 1939, on the requisitioning 
authority to make good any damage to the vehicle which 
may occur during the period of the requisition has not been 
taken into account in computing the scale of provisional 
payments. 


EACH CONTINUOUS 
VEHICLE 


ADVANCES ON ACCOUNT OF ALLOWANCE FOR 
PERIOD OF 24 Hours For EACH 


London 


Grade II Grade III 
Area 
d fs. d. c= 


0 0 


Carrying capacity Grade I 
d. 
Under 10 cwt. a 0 
10-20 cwt aa =" 0 
1-14 tons ie na 6 
14-2 tons ra a 0 
2-3 tons Ks me ll O 
3—4 tons “ne ‘ics 12 6 

5 tons ae a 14 

6 tons — ea 15 
7 tons ee oa 0 

8 tons ; o* 5 
Over 8tons .. a 10 


COND” 
A) 


SINS Om 
Ue IED ODD 


Standing in Buses 


It was announced on September 26 that an order has been 
made by the Minister of Transport under the Defence Regu- 
lations increasing the number of standing passengers which 
may be carried on stage and express carriages on which there 
is a conductor. This concession has been made jn order to 
mitigate any inconvenience to the public caused by the cur- 
tailment of road passenger transport services which has 
inevitably resulted from the rationing of petrol and diesel 
oil. Instead of the present limitation to 25 per cent. of the 
seating capacity of the vehicle (or lower deck in the case of 
double-deck vehicles) with a maximum of five, the new order 
allows standing passengers up to one third of the deck 
capacity with a maximum of eight in circumstances where 
undue hardship would otherwise have been caused. Standing 
passengers are not permitted on the upper deck of double- 
deck vehicles. 

Passenger Services 

With all forms of regular passenger road services—urban, 
interurban, and long-distance—the broad policy adopted under 
fuel rationing conditions has been to preserve intact the 
structure of the service network, and, where possible, to 
reduce frequency and avoid overlapping. Operators have 
been assisted by the reduced demand for facilities during the 
blackout period; the decline in the need for pleasure and 
holiday traffic, both normally at this season and abnormally 
by reason of war conditions; and the drop in volume of 
business and school traffic through expedient commercial 
evacuation and Government-arranged “ priority classes ”’ 
evacuation. Naturally, operators in different parts of the 
country are faced with problems peculiar to the conditions in 
their own locality, but a statement for which we are indebted 
to Mr. James Amos, Traffic Manager of the Scottish Motor 
Traction Co. Ltd., succinctly sets out the main considerations 
of the large railway-associated bus companies. 

The S.M.T. is operating 75 per cent. of its normal service 
mileage, and is able to do this on its fuel allowance of 75 per 
cent. of the average weekly consumption. The programmes 
of daily tours have been discontinued and private hire (other 
than of national importance) is no longer undertaken. In 
deciding upon the necessary changes to be made in the time- 
tables, the company has endeavoured as far as possible to 
maintain the general structure, and the mileage reduction 
was arrived at by the following methods :— 

(a) Timetable cuts have been made on most routes from the less 
busy journeys between 10 a.m. and 12 noon, and between 2.30 p.m. 
and 4.30 p.m 

(6) Reductions in frequency after dark have also been made, 


this reduction being combined with an increase in the running tin 
to allow for the reduced speed consequent upon the lightin 
restrictions. 

(c) In rural areas the cuts have been generally more severe, bi 
it has been possible to maintain a minimum service on all but a ver 
few routes. 

(d) Certain long-distance services, especially of a seasonal natur 
have been discontinued, although the London-Edinburgh servi: 
continues to be well patronised and is still in operation. 

(e) Purely workers’ services have remained uncut, and there is 
tendency for these to increase due to armament and other work 
national importance. 

While the cutting down of the timetables, as estimated, ha 
brought the S.M.T. very close to the fuel allowance, ther 
have been certain increases in traffic which may be summarise 
as follows :— 

(a) The conveyance by stage carriage services of considerab] 
numbers of soldiers between their billets and the towns in th 
vicinity. This necessitates operating additional vehicles, usuall 
in the evenings or at other leave periods, and is in addition to officia 
movements of military for which an additional petrol allowance may 
be obtained. 

(b) The evacuation of members of civilian population has induce: 
a considerable amount of traffic, particularly at weekends, throug]! 
parents and friends visiting the evacuated persons. Mr. Amos add 
that there appears to be a slight diminution in this traffic since it 
has been laid down that parents will pay for the maintenance of 
evacuated children. 

(c) The severe curtailment of petrol rations for private cars has 
diverted a considerable amount of traffic on to regular service 
vehicles ; this traffic is composed largely of regular daily travellers 
and has increased the sale of season and other period tickets. 

Mr. Amos also comments on two operating problems, 
namely, the dusk peak period, and standing passen 
gers. Of the former he says that since the beginning of the 
blackout there has been a marked tendency for passengers 
to use journeys which will enable them to arrive at their 
destinations at dusk. This results in the concentration of 
a large amount of the evening traffic hitherto spread over 
the evening journeys into a dusk peak period, and as a con- 
sequence the usual peak traffic difficulties (extensive duplica- 
tion, one way traffic, and so forth) are encountered at a new 
period. On the subject of standing passengers (now increased 
to a permissive maximum of eight, as recorded above), Mr. 
Amos says it had been expected that, with the restrictions of 
petrol, considerably more relaxation of the standing passengers 
regulation would have been given than has been the case. 
It appears to the S.M.T. that if the new regulation had per- 
mitted standing passengers to the extent of one third of the 

seating capacity of the lower deck, without a stipulated 
maximum, additional passengers could have been carried 
under perfectly safe conditions, and the operation of large 
numbers of uneconomical duplicate miles would have been 
saved, thus furthering the principle of serving the national 
interest by saving fuel. 

In many cases the large provincial bus companies have so 
far been unable to produce comprehensive timetables, and 
details of large numbers of services are contained in individual 
handbills and folders. Even where timetable booklets have 
been published they are often described as emergency 
services, subject to further alteration. 

By courtesy of many of the railway-associated and other 
large provincial bus companies, however, we have been 
enabled to assemble the following notes, which are generally 
indicative of the effect of war conditions and fuel rationing :—- 

Birmingham & Midland Motor Omnibus Co. Ltd.—Generally 
speaking, this company’s action in regard to curtailment of 
services has been to reduce the heavy-frequency services 
during the non-peak hours, 7.e., between 9 a.m. and 12 noon, 
between 2 p.m. and 5 p.m., and during the blackout period. 
In addition, 199 services have been entirely discontinued as 
non-essential in the public interest. Taken as a whole, the 
company has reduced its mileage by 40 per cent., which, how- 
ever, does not necessarily mean 40 per cent. on every service. 

Brighton, Hove & District Omnibus Co. Ltd.—The chief 
alterations so far consist of the part withdrawal of the sea- 
front service and the reduction of all services after 7 p.m. 

Caledonian Omnibus Co. Ltd.—The present reduction in 
service mileage, compared with the normal winter schedule, 
is 20 per cent. 

Crosville Motor Services Limited.—The approximate mileage 
reduction is 30 per cent. over the whole of the company’s 
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services. In some industrial areas there are services with 
practically no reduction, but non-essential services and those 
that overlap in any way have been eliminated. 

Eastern National Omnibus Co. Ltd.—In the main the changes 
are the reduction of most services after dark and the institu- 
tion of cinema journeys after 10 o’clock in the reception areas. 
Certain poorly patronised services in the country areas have 
been heavily cut down, and one or two routes have been 
ibandoned. In the main, interurban services and city 
services have remained unaffected during the greater portion 
»f the day, with a few exceptions where very short distance 
city services have been reduced. Appropriate adjustments 
have been made to services designed to connect with revised 
train services. Services running in holiday areas have, of 
course, been cut down to the winter level, in order to deal 
with resident traffic only. 

East Kent Road Car Co. Ltd.—The estimated mileage reduc- 
tion is 31 per cent., compared with normal winter operation. 
[his figure does not make any provision for possible traffic 
increases due to the influx of evacuees into the company’s 
area. 

East Midland Motor Services Limited.—The present emer- 
gency timetable requires the operation of approximately 
70 per cent. of normal mileage ; further changes will be made 
fairly frequently as the result of experience. 

Hebble Motor Services Limited.—The service mileage has 
been reduced by approximately 50 per cent. 

Highland Transport Co. Ltd.—Generally, there is an overall 
reduction in schedule mileage of approximately 45 per cent. 
Apart from day-time reductions in service frequency, many 
of the later runs at night have been cancelled owing to lighting 
restrictions. In this connection Mr. W. H. Fowke, Engineer 
and Manager of the company, writes: ‘‘ However suitable 


these restricted lights (headlamps) may be for the well-marked 
arterial roads of the south, they are utterly inadequate for 
the roads north of Inverness ; night driving is a perfect night- 
mare, and perilous in the extreme for all classes of road 
users.” 

Potteries Motor Traction Co. Ltd.—The approximate mileage 


reduction in the company’s present emergency timetables is 
30 per cent.; 15 comparatively unimportant services have 
been suspended. 

Thames Valley Traction Co. Ltd.—In the main it has been 
the endeavour of this company to maintain as nearly intact 
as possible the normal morning and evening business services. 
Reductions have been made between approximately 9.30 a.m. 
and 4.30 p.m. Late running has been curtailed considerably, 
and as far as possible services cease about 9 p.m. With the 
emergency timetable of September 16, two relatively un- 
important routes were suspended. That timetable provided 
for a mileage reduction of 41 per cent. In the light of experi- 
ence, however, a new timetable was introduced on October 14 
which represented a 5 per cent. increase on the original 
emergency timetable, resulting in an ultimate decrease of 
38 per cent. compared with the company’s normal service 
mileage. 

Trent Motor Traction Co. Ltd.—At present this company is 
running about 65 per cent. of the mileage normal for this 
time of the year. 

Westcliff-on-Sea Motor Services Limited.—-This company has 
effected a mileage reduction of approximately 30 per cent. 
The main feature in the new timetable is the considerable 
reduction in the services during the blackout period. 

Western Welsh Omnibus Co. Ltd.—The company is main- 
taining full services for the conveyance of workmen to 
collieries and essential works, although it has cut 50 per cent. 
of its ordinary services. The reduction has been made by 
cancelling certain services where other facilities exist, and by 
reducing the frequency of buses. Considerable hardship has 
been caused on some routes by the reduction, and the com- 
pany is appealing for an increased fuel allocation. 

Wilts & Dorset Motor Services Limited.—The principal 
changes have been the suspension of services after 7 p.m. 
except for one last timing at about 10 p.m. from the terminals. 
On routes where there is alternative service by rail, the road 
service has been reduced considerably ; also, on certain services 
the timetable has been curtailed on days when traffic is 
normally light. The company’s stage carriage mileage has 
been reduced approximately 30 per cent. 


London Transport 

There have been reductions in the frequency of London 
bus services ever since the evacuation which preceded the 
war. At first evacuation and military demands were respon- 
sible for the withdrawing of buses from service, and later 
fuel rationing has prevented reinstatement. With minor 
exceptions, the services have been retained and their fre- 
quency reduced. Certain broad principles are guiding the 
London Passenger Transport Board in adjusting its bus 
services. The most extensive reductions are made during the 
mid-day period, and after 8 o’clock at night, and the 
greatest number of buses is kept at work during the morning 
and evening peak hours. To limit inconvenience, the routes 
chosen for the heaviest withdrawals are those paralleled by 
tram and trolleybus services; tram services have been 
strengthened where necessary. On Sunday, September 10, 
tram route 77 (Aldersgate and West India Docks via 
Hackney) was converted to trolleybus working as route 677. 
From the Angel, Islington, the route runs via Goswell Road 
to a new Central London terminus at Smithfield, within easy 
walking distance of the former terminus. Revised timetables 
came into force on Wednesday last, October 18, providing 
2,000 more bus journeys a week and designed to give greater 
regularity of service on the 22 routes affected. On that day 
route 44 (King’s Cross and Victoria) and route 131 (Wands- 
worth Bridge and Hammersmith, Brook Green) were with- 
drawn. All-night bus services remain unchanged. These 
remarks apply of course to the Central (red) Buses. With 
the Country (green) Buses, reductions were made on certain 
services from October 4. These apply mainly to journeys 
after 8 p.m. Certain extra services have been introduced 
on roads where the withdrawal of Green Line coaches had 
left no means of public transport. 

In an official statement dated September 25 (and distri- 
buted to the press two days later), the London Passenger 
Transport Board announced that the Home Office had 
approved a slight relaxation in the interior lighting restric- 
tions in the board’s road transport vehicles. A small slit 
has been cut in the cowls attached to the interior lighting 
fittings from which a small beam of light is thrown on to 
the white ceiling, which reflects additional light into the 
interior of the vehicle. This has been done to facilitate 
tendering fares and giving correct change. Another improve- 
ment is one designed to help passengers to identify the route 
numbers of buses during the blackout period. On those 
buses which do not have an illuminated route number on 
the near side, a narrow black board with the route number 
cut out in stencil through which the interior lighting will 
shine, is being fitted at the top of the window nearest to the 
conductor’s platform. To assist both the passengers and the 
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driving and conducting staff of the buses in identifying the 
board’s mobile road staff during the blackout period, these 
men are being issued with white coats. 


Long Distance Services 

As with local and interurban bus services, a remarkably 
high percentage of long-distance motorcoach routes has been 
kept in operation, although the total mileage has been 
reduced by cutting out some journeys and avoiding duplica- 
tion. We are indebted to London Coastal Coaches Limited 
(the organisation which represents in London the large 
railway-associated companies) for supplying us with details of 
the services radiating from the Metropolis, from which it is 
seen that, apart from the night journeys to which we referred 
a’ month ago, the only important route suspended is the 
joint service of the North Western, Majestic, and Midland 
Red undertakings between London and Manchester, which 
ceased on September 18. Alternative facilities are provided 
to the outskirts of Manchester by the London—Blackpool 
service of Standerwick. The emergency winter timetables 
of the Royal Blue organisation came into force on October 9 
and those of Associated Motorways on October 1. These two 
organisations, which cover a large part of the west of 
England, have also preserved the main structure of their 
services. 


Emergency Road Bridge Construction 


Details of the Government’s scheme for the high-speed 
construction of emergency bridges, to take the place of exist- 
ing road bridges which might be damaged or destroyed in air 
raids, were revealed on September 27 when three specimen 
bridges were shown at a centre near London in course of 
assembly for training purposes. The type of bridge adopted, 
known as the Callender-Hamilton unit construction bridge, 
has nine standardised parts, resembling on a large scale the 


parts of a model construction outfit. These parts can b 
assembled with exceptional speed to replace bridges varyin 
in span from 40 to 200 ft. Supplies of materials have bee 
provided at a convenient centre in each of the Ministry « 
Transport’s eight engineering: divisions, and arrangement 
have been made through the Federation of Civil Engineerin 
Contractors for a number of contractors, varying from thre 
to five, to be available in each division for erection of th 
parts directly the need arises. Teams of contractors’ men 
drawn from all parts of the country, have been undergoin 
a course of intensive training in the London division eve 
since war began, and a second centre was opened in Lanca 
shire towards the end of September. Each contracting firm 
sent three gangs of five men. The training course has show: 
that a 50-ft. bridge can be built in three days and one with a 
span of 140 ft. in about three weeks. On the shift system, 
however, these times could probably be halved. 

Although the Ministry of Transport organisation is con 
cerned only with bridges on trunk roads, similar arrange 
ments are being made by many local highway authorities 
with the aid of Government grants. In the event of damag: 
to a wide structure, such as one of the Thames bridges in 
the L.C.C. area, it is thought improbable that it would b 
necessary to replace more than a portion of the bridge. Thx 
largest of the three bridges shown on September 27, a double- 
tier structure with a span of 140 ft., had just been launched 
successfully across an imaginary river by a new launching 
system developed by the bridge designers. A bridge of this 
type will carry a load of over 100 tons. In an adjoining 
ground a team of men bending over a winch were hauling 
into position a 90-ft. bridge by the Army (R.E.) method with 
the aid of block and derrick. The adoption of this standard 
form of construction, together with the new methods of 
launching, will, it is believed, go a long way towards 
nullifying the effects of any air raids in which road bridges 
may be the target. 








Overseas Notes 


Control of Road Transport in India 


The General Committee of the Calcutta branch of the 
Indian Roads & Transport Development Association recently 
discussed the new Motor Vehicles Act which will come into 
operation not later than April 1, 1940. Under the Act, 
extensive powers are vested in Regional Transport Authori 
ties which will, in future, issue all licences, limit the number 


of vehicles on any route, and exercise general control. The 
Chairman considered that the areas under each regional 


authority should be as large as possible, consonant with 
efficient administration. The danger of considerable disloca- 
tion of through transport services in goods and passengers 
was referred to as a sequel to any legislation to use the 
existing district administrative machinery in this connec- 
tion. The committee suggested that in order to provide the 
maximum facilities for the flow of transport, Bengal should 
be divided into six regional areas in addition to the 
Calcutta—Howrah urban areas. 


Bulgarian Road Transport 


The present poor state of the roads in Bulgaria precludes 
the possibility of any appreciable development of motor 
transport, says the ‘“‘ Report on Economic and Commercial 
Conditions in Bulgaria,’ dated May, 1939, and issued by 
the Department of Overseas Trade (H.M. Stationery Office, 
Is. 6d. net). In 1937 there were 134 licensed passenger 
routes, of a total length of 6,395 km. These were served by 
347 motor vehicles, seating 7,234 persons. The number of 
passengers carried is estimated at about 1,250,000, roughly 
12 per cent. of the number carried by the railways. The 
number of light motorcars in use in 1938 was_ placed 
unofficially at 2,890, and of lorries, at 2,419. At the close 
of 1938 there were 19,105 km. of roads in use, 7,515 km. 
under construction, and 4,849 km. surveyed. Of the total, 
9,599 km. (50-2 per cent.) were officially described as being 
in good condition. The construction of the international 





motor road between the Jugoslav and Turkish frontiers, the 
estimated cost of which is 600 million leva, is proceeding 
very slowly, by reason of financial difficulties. From Drago- 
man to Plovdiv the road is to be surfaced with granite setts 
and in parts with concrete, while the section from Plovdiv 
to the Turkish frontier is to be macadamised. 


Sleeping Accommodation on Lorries 


Sleeping accommodation, so that relief drivers may rest on 
long journeys, is now being provided on a number of lorries 
operating in South America, particularly around Buenos 
Aires. For this purpose one operator mounted a bed, housed 
under a canvas tent covering, on the roof of the cab of his 
lorry. A more elaborate arrangement in the form of a 
double-deck cab has now been fitted to a Leyland Beaver 
lorry by Carmelo Gaeta, who operates a service known as 
Expresso Garay, from Buenos Aires to Cordoba. The upper 
saloon of the cab serves as a small bedroom taken up mainly 
by a bed on which one of the drivers can sleep en route 
whilst the machine is engaged on this 24-hr. non-stop run. 
Although heavily laden and drawing a large trailer, we 
understand that the machine stands up well to this day and 
night operation. 


Need for Netherlands Bus Guide 


Our contemporary, Spoor- en Tramwegen, in its issue of 
September 2, made a plea for the issue of a general Nether- 
lands bus guide or timetable, as the state of passenger road 
transport fully justifies its production. At present there are 
local and provincial timetables only, which is inconvenient, 
as a person cannot be expected to provide himself with a 
dozen such; the existence of some may even be unknown to 
him. Apparently a good deal of preliminary work has been 
done by some interested parties towards the production of 
some such useful volume. Our contemporary asks that one 
may be issued, when the Netherlands Railways publish their 
winter timetable, or as speedily as possible thereafter. 
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Tractor for Heavy 
Haulage Duties 


ry\HE Great Western Railway has_ recently 
I increased its stock of road vehicles by seven 
Thornycroft four-wheel tractors of the 
iaker’s Nippy pattern. Fitted with the Scam- 
iell instantaneous coupling gear, these tractors 
ire the latest development in Thornycroft’s range 
f chassis, and are intended to increase the useful- 
iess of the mechanical horse, and to operate in 
railway parcels delivery and collection and in 
warehousing duties. It is specially suited to pull 
Scammell 6/8-ton trailers in local services or on 
runk roads. 
Motive power is provided by a four-cylinder 





Above: The Thornycroft Nippy tractor 
with a wheelbase of 8 ft. The weight 
without cab and without supplies is 33 cut. 


Left : Rear end of tractor showing pressed 
steel frame with a maximum depth of 7 in., 
and the rear wheels with 32 in. by 6 in. tyres 


Below : View from back of the forward 
control chassis. The tractor is attached to 
the trailer by running the ramps under the 
rollers on the trailer until the catches engage 





petrol engine with an R.A.C. rating of 24-03 h.p. 
and a maximum b.h.p. of 60 at 2,400 r.p.m., 
developed in 98-4 mm. by 127 mm. cylinders. 
Cylinder block and crankcase are of monobloc 
construction, and carry renewable dry-type liners. 
The crankshaft is supported in only three bear- 
ings, and forced-feed lubrication is applied to the 
main and big-end bearings. The ignition system 
incorporates an octane selector for altering ignition 
to suit the fuel used. 

Engine and gearbox are arranged in unit con- 
struction, and the gearbox has ratios of 5-71, 3-26, 
1:82, and 1:0 to 1 forward, and 8-23 to 1 in 
reverse. Maximum road speed in top gear is 
about 35 m.p.h. The rear axle is of the full float- 
ing type with pressed steel casing and a spiral 
bevel drive having a ratio of 66 to 1. The 
Girling foot brake is applied to the four tractor 
wheels on the Lockheed hydraulic principle, and 
almost simultaneously the servo brake on the 
trailer is applied, the mechanism being so 
designed that the trailer brake is put on just an 
instant before the tractor brakes. The hand brake 
operates the wedge-type brakes on the rear axle 
through a compensator, and there is a second 
hand brake operating the trailer brakes only. The 
electrical equipment comprises a _ 120-watt 
dynamo, 51 amp.-hr. battery, and 12-volt lighting 
set. 
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Road Haulage Wages 


HE Road Haulage Central Wages Board, which was 
established under the 1938 Act, has issued its pro- 
posals on wages for road haulage workers employed 

in connection with goods vehicles authorised under ‘‘ A ”’ 
and ‘‘ B”’ carriers’ licences. After the proposals have 
been ratified road hauliers will be bound by law to observe 
them. The proposals are in two parts; ‘the first part is 
to operate from the period from the date on which the 
proposals become effective, until May 5, 1940, and the 
second part is to operate from May 6, 1940. The main 
difference between the two parts is that some districts 
will go into a higher grade on May 6, 1940. The rates 
of pay of drivers in the London area are :— 
Grade 1 Grade 2 Grade 3 
Drivers of vehicles of carrying capa- 
city 
less than 30 cwt., except as pro- 
vided in para. 1 (d) 
of 30 cwt. and up to and inc luding 


uw 
uv 
or 


2 tons, except as provided in 

para 1 (d) F 60 6 $7 0 53 0 
over 2 tons and up to and including 

34 tons .. 65 6 61 6 57 6 


over 34 tons and up ‘to and includ- 
ing 12 tons gross laden weight. 68 0 64 0 60 0 
Drivers of vehicles over 12 tons TOSS 


laden weight we 73 =O 69 0 65 0 
Statutory attendants and mz nates (21 
years of age and over) ao ss 55 0 on 66 
The rates to be paid on long-distance services are :— 
5 
Per week 
Ss. 
Drivers of vehicles under 2 tons carrying capacity ms 63 
Drivers of vehicles of carrying capacity of 2 tons and up 
to and including 12 tons gross laden weight .. st 68 
Drivers of vehicles over 12 tons gross laden weight an 73 
Statutory attendants and mates (21 years of age and over) 59 
The rates for places outside the London area, except 


long distance services are :— 


Per week 


The conditions of service provide for a guaranteed we: 
of 48 hours and time worked in excess of these hours 
to be remunerated as follow :— 

(a) Regular workers— 
On any day (other than Sunday) 
For the first 8 hours of overtime in any 
week (exclusive of Sunday) 
After the first 8 hours of overtime in any 
week (exclusive of Sunday) : 
On Sunday (other than a milk worke r) 
On Sunday (milk worker) 
(b) Other workers— 
On any day (other than ——- 
On Sunday 


Time-and-an-eight 
Time-and-an-eight 


Time-and-a-quart« 
Double time. 
Time-and-a-quarte: 


Time-and-a-quarter 
os Double time. 
Provision is made for one wate holiday after on 
year’s service, and in addition the following bank holiday 
—Christmas Day, Boxing Day, Good Friday, Easte: 
Monday, Whitsun Monday, August Bank Holiday, and al! 
nationally-proclaimed holidays. When a worker has t 
take rest away from home a subsistence allowance of 5s 
for each period up to 13 hours, which rises to 10s. for a 
period of rest of 24 hours, is to be paid. Time worked 
between 10 p.m. and 4 a.m. is to be paid at the rate of 
2d. an hour above the appropriate rates of wages. 
The following rates are laid down for Scotland :— 
Per week 
(a) Drivers over 21 years of age of vehicles of carrying s. d. 
capacity up to and including 30 cwt. aa én 52 0 
(b) Drivers of all ages, of vehicles— 
(i) of carrying capacity over 30 cwt. and up to 


and including 2 tons : 57 0 
(ii) of carrying capacity over 2 tons and up to and 

including 34 tons... 61 6 
(ili) of carrying capacity over 34 ‘tons and up to 

and including 12 tons gross laden weight 64 0 
(iv) over 12 tons gross laden weight ped sé 69 0 


(c) Statutory attendants 21 years of age and over ; 55 (0 
(zd) Drivers 21 years of age and under, of vehicles of 
carrying capacity up to and including 30 cwt.— 


(i) First year’s employment in the trade i oe ® 
(ii) Second year’s employment in the trade... 39 6 
(iii) thereafter ma “a ni a se 2 @ 








Under 21 years of age, of vehicles of 


carrying capacity—of 10 cwt. or 
less :— Ss. 
Ist year’s employment inthetrade 37 
thereafter .. 42 
over 10 cwt. and up to and inc cluding 
20 cwt 
Ist year’s e ape inthetrade 42 
thereafter .. oe i 47 


Aged 21 years and over, ‘of vehicles of 


carrying capacity 
under | ton .. - ne a3 59 
of 1 ton a a P eG 63 


Of all ages, of vehicles of carrying 
capacity 
over 1 ton and up to and ne 


2 tons i 67 
over 2 tons and up to and in cluding 
5 tons a aX =i ee: 73 
over 5 tons .. 77 
Drivers of steam wagons of all types 
and of tractors ry aa 7 77 
Attendants and mates .. ea 5.4 62 


Drivers and attendants under 21 years 
of age are to receive the following rates :— 


Per week 


 <¢ . <€ s. d. 
First year’s em- 
ployment in 
the trade a © 34 6 32 0 
Second year’s 
employment in 
the trade <a © 39 6 37 0 


Thereafter 49 6 47 0 44 6 


district that had been heavily bombarded. 





German troops in Poland advancing in road vehicles through a 


The embankment of a 
wrecked railway will be noticed 
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AMBULANCE TRAINS 


Thirty of these trains are available for removing air raid casualties 


from points in dangerous areas to base hospitals in safety zones 


(See also illustrations on page 522) 


: or three times during the past week or so attention 
has been drawn to the ambulance trains which the 

British railway companies are engaged in providing 
for the purpose of removing air raid casualties from 
ospitals in dangerous areas to base hospitals in safety 


eE° 4 
| ie 





(Chairman of the Executive Committee). This particular 
train is normally stationed in Kent and is one of the 
20 mentioned above which serve the Greater London 
area. 

The train consists of nine vans normally used for carry- 





General view showing a scene during a rehearsal in Yorkshire in which the “injured” are receiving 
attention on the platform before conveyance to the casualty evacuation train seen in the background 


zones. As we mentioned in our issue of October 6, work 
has already been completed upon a number of these trains, 
and, to enable further units to be placed into service 
rapidly, work upon different sections has been entrusted to 
seven different railway workshops throughout the country. 
The photograph reproduced on this page, which was taken 
on October 8, shows part of one of these casualty evacua- 
tion trains during a rehearsal somewhere in Yorkshire. 

In all there are 20 trains based on Greater London, 
eight in the provinces, and two in Scotland under the 
direction of the Scottish Board of Health. Every train is 
staffed with a crew consisting of one medical officer, one 
hospital-trained officer, three trained nurses, and ten 
auxiliary nurses, and eight St. John Ambulance Brigade 
orderlies. A typical ambulance train was inspected by the 
Queen at Victoria station, London, on October 13, when 
Her Majesty was received at the entrance to the platform 
by Mr. Walter Elliot (Minister of Health), Captain Euan 
Wallace (Minister of Transport), and Sir Ralph Wedgwood 


ing fruit, flowers, milk, and fish, which have been con- 
verted into stretcher vans. They will take 30 stretcher 
cases each, making a total of 270 stretcher cases on a 
train. Every van is equipped with medical instruments 
and supplies. The train crew is accommodated at each 
end of the train in brake vans, in which have been installed 
large cold and hot water tanks, together with oil stoves for 
cooking. It is hoped shortly to attach to the trains saloon 
coaches with kitchens so that the patients may be supplied 
with hot meals during their journey. When the train 
crews are not on duty they are accommodated in billets 
near where the trains are berthed. 

An announcement of the Railway Executive Committee 
on the subject of ambulance ‘trains generally was issued 
through the Ministry of Information on September 30. It 
stated that the equipment of the trains includes electric 
lighting and steam heating, and that numerous devices are 
incorporated by co-operation with medical authorities to 
ensure the comfort of patients en route. 
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Above : View taken in one of the 

ward coaches during a rehearsal in 

Yorkshire, showing Red Cross 
nurses attending ** victims” 







Right : St. John Ambulance 
Brigade orderlies conveying some 
** patients” on hand stretchers, and 
placing them in position in a ward 
coach 
















Left: Kitchen car of a casualty 
evacuation train showing Red 
Cross nurses preparing food for 
** patients *’ who have to be conveyed 
long distances 
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PERSONAL 


Sir Cyril Hurcomb, who has been ap- 
inted Director General of the new 
nistry of Shipping, is Chairman of the 
ectricity Commission, and was for- 
rly Permanent Secretary to the 
inistry of Transport, and also Presi- 
nt of the Institute of Trans- 
rt in 1935-6. 
We regret to record the death 
October 12, of Mr. Wilfred 
\rthur Matthews in his 87th 
ear. Mr. Matthews was one of 
the founders of the firm of 
furton, Bros. & Matthews Limi- 
ed, of Sheffield. His elder son, 
Sir Ronald Matthews, is Chair- 
an of the London & North 
Eastern Railway Company. 

The whole of the Swiss railway 
system was placed under military 
control on September 2, with 
Colonel Maurice Paschoud, one 
of the General Managers of the 
Swiss Federal Railways, as 
Military Director. There are 
three operating districts, corre- 
sponding to the divisions of the 
Kederal Railways but including 
the private lines in the areas 
concerned. The Managers of the 
first and second divisions, Colonel 
Fernand Chenaux and Colonel 
Cesare Lucchini, remain at their 
posts as Divisional Military 
Directors, while for the third 
division this position is occupied 
by Colonel Werner Baerlocher, 
\ssistant to the Manager, M. 
Cottier, who is himself on active 
service. 

Mr. Percy Roberts’ Blake, 
\.M.I.E.E., M.Inst.T., who for 
a number of years has_ been 
General Manager’ of the South 
Wales Transport Co, Ltd., has 
joined the board of the company 
and has been appointed managing direc- 
tor. In addition to its own bus under- 
taking in the South Wales area, initiated 
in May, 1914, the company owns and 
operates the undertaking of the Swansea 
Improvements & Tramways Company, 
which during Mr. Blake's — general 
managership was completely converted 
from trams to motorbuses, during 1937. 
The undertaking was described in our 
Road Transport Section of June 4, 1937. 

INDIAN RAILWAY STAFF CHANGES 

Mr. F. H. L. Strange, Deputy Chief 
Mechanical Engineer, N.W.R., has been 
permitted to retire from Government 
service as from August 12. 

Mr. C. C. T. Brereton, M.B.E., Divi- 
sional Superintendent, N.W.R., has 
been permitted to retire from Govern- 
ment service as from August 7. 


Mr. J. Mailer, late Chief Mechanical 
Engineer, Cordoba Central Railway, 
has been appointed Chief Mechanical 
Engineer of the Buenos Ayres Great 
Southern and Buenos Ayres Western 
Railways, vice Mr. J. W. H. Rea, who 
is retiring on pension. Mr. Mailer was 
trained with the North British Locome- 





Mr. J. Mailer 


Appointed Chief Mechanical Engineer, Buenos Ayres 
Great Southern and Buenos Ayres Western Railways 


tive Co. Ltd., and later in the marine 
works of Muir & Houstons, Glasgow, in 
which city he also received his tech- 
nical education. He then went to 
Argentina to take up an appointment 
in the shops of the Buenos Ayres & 
Pacific Railway, at that time located in 
Bahia Blanca, and before leaving there 
in 1908 he was Assistant Works Man- 
ager. From 1908 to 1915 he was in 
the service of the Central Argentine 
Railway, where he filled various posi- 
tions in the Running Department, 
including that of Locomotive Running 
Superintendent of the Canada de 
Gomez division. From 1915 to 1919 
Mr. Mailer served with H.M. Forces in 
France and Belgium, and was engaged 
in the handling of heavy internal-com- 
bustion locomotives and on gun work; 
he also acted as works and mobile 


workshop officer in the maintenance of 
light railway stock, with the rank of 
Captain, R.E. From 1919 to 1923, he 
was Assistant Chief Mechanical Engi- 
neer with the United Railways of 
Havana, Cuba, but in the latter year 
he joined the Cordoba Central Railway, 
with which company he _ occupied 
various responsible positions, 
and from 1932 to 1938 was Chief 
Mechanical Engineer. 


Monsieur N. Wiitak, Minister 
of Communications to the 
Estonian State Railways, has 
become a member of the new 
Government of Estonia. 


Dr. Robert Haab, who was 
twice President of the Swiss 
Confederation, has died at Zurich 
in his 75th year. Dr. Haab 
entered the Federal Council in 
1918, when he took over the 
direction of the Department of 
Ports and Railways. He con- 
tinued in this control after he 
became President in 1921, until 
his retirement in 1930 owing to 
ill-health. 

We regret to learn of the death 
on October 11 of Mr. J. W. 
Greenfield in his 88th year. 
Mr. Greenfield entered the 
service of the North British 
Railway Company in _ 1866 
and in the course of 50 years’ 
service with the railway was 


Steamer Manager at _ Craig- 
endoran and _ District Traffic 


Agent at Carlisle and Newcastle. 
Mr. Greenfield retired in 1916. 


Mr. J. Taylor Thompson, 
Assistant Engineer, North 
Eastern Area, L.N.E.R., has been 
awarded a Trevithick Premium 
for his paper presented to the 
Institution of Civil Engineers, 
entitled ‘‘Railway Track-Work 
for High Speeds.’”’ This paper was 
discussed editorially in THE RAILWway 
GazeETTE of July 14 last. 


We regret to record the death of Mr. 
John Dalzell, Assistant Engineer to 
the Belfast and District Water Com- 
missioners. Before joining the staff 
of the water board, Mr. Dalzell was 
engineer on the Newcastle extension of 
the Great Northern Railway (Ireland) 
which was opened to public traffic 
during 1906. 


Mr. D. M. Robbertze, Manager, Pub- 
licity and Travel Department, South 
African Railways & Harbours, has been 
appointed Understudy to the Chief 
Rates Officer, General Manager’s Office, 
Johannesburg. 
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The Railway 


Executive Committee 


On September 1 the Minister 
of Transport made an Order 
taking control of all the princi- 
pal railway undertakings in 
Great Britain. He appointed 
the Railway Executive Com- 
mittee consisting of six 
members to be his agents 
for the purpose of giving 
directions under the Order. 
Mr. Missenden replaced Mr. 
Szlumper when the latter was 
appointed Director-General 
of Transportation and Move- 
ments at the War Office 


Mr. Gilbert S. Szlumper 


Member, September 1 to 24 


Sir Ralph L. Wedgwood 


Chairman 


Sir James Milne—G.W.R. sir William V. Wood—L.M.S.R. Mr. E. J. Missenden—S.R. 


‘tember \ $ 
lember Member since September 25 


Newton—L.N.E.R. Mr. Frank Pick—L.P.T.B. Mr. G. Cole Deacon 


Member Member Secretary 
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express reinstated—Privately-owned wagons 





Monday last (October 16) saw the introduction of the first 
iblic wartime timetable of the Southern Railway; the 
neral restoration on all the railways of restaurant-car 

jicilities; and the re-introduction of the G.W.R. Cornish 

itiviera express. Passenger conditions may therefore be 


regarded as having reached some state of stability, although 
etail changes will doubtless be made from time to time to 
The 


‘cord with changing circumstances. much-abused 


SOUTHERN RAILWAY 


The Southern Railway is 
glad to be able to announce 


RESUMPTION 





DAY TICKETS 


by Ordinary Trains 

where previously issued, 

with certain important 
modifications 


FULL PARTICULARS AT STATIONS 












Available on and from 
MONDAY. OCTOBER 9 
until further notice 


& 1 MISSENDEN, General Manager 








Southern Railway poster announcing the 
resumption of cheap day tickets on 
October 9 


emergency schedules which came into force on September 11 
were of course prepared well in advance of the outbreak of 
war and were drafted with the object of meeting conditions 
in a country that might be expected to be subjected to frequent 
air raids. The fact that the commercial conditions of the 
country during the past month have demanded more extensive 
facilities does not detract from the merit of the considerable 


feat of organisation underlying the preparation of these 
schedules. 
The new wartime news letter of the L.M.S.R. entitled 


Carry On, to which we refer in greater detail later, includes 
a timely article called ‘‘ We Were Ready,”’ outlining some of 
the steps which were taken in the preparation of these emer- 
gency timetables ‘so far as concerns the L.M.S.R. This 
article observes that twelve months ago, when it became 
evident that the international situation demanded a high 
degree of preparedness, plans were made for the introduction 
of wartime services if these became necessary. The plans 
then made were modified in certain respects during the winter, 


* Previous articles in this series have been “‘ Transport Services 
and the Crisis,” September 1, page 334; and ‘‘ Transport Services 
and the War,” September 8, page 358; September 15, page 382 ; 
September 22, page 410; September 29, page 442; October 6, 
page 467 ; and October 13, page 495 


THE RAILWAY GAZETTE 


TRANSPORT SERVICES AND THE WAR—8* 


First public wartime Southern Railway timetable—L.M.S.R. and L.N.E.R. 
standard price meals—Diesel railcars—Slip 





























A timely warning poster issued 
by the Government 








coaches—Cornish Riviera 
Swiss railways and the war 


and, as a precautionary measure, the L.M.S.R. printed its 
emergency working timetables of passenger trains as long 
ago as May, 1939. This preparedness proved an invaluable 
asset when war actually broke out, as it enabled the distribution 
of the working timetables to the operating staff to be put in 
hand well in advance of the agreed date (September 11) when 
the new timetables came into operation. Time sheets showing 
the altered arrangements were also exhibited to the public at 


SOUTHERN RAILWAY 


EMERGENCY 
PASSENGER SERVICES 


loth OCTOBER. 1939. 


AND UNTIL FURTHER NOTICE 












The Southern Railway wishes to 
advise the travelling public that an 
Emergency train service. based upon the 
usual Winter service. but reduced to 
meet National requirements. — will 
commence on Monday. l6th October. 


Every effort has been made to limit 
inconvenience as much as_ possible. 
especially during the business periods. 
and. if practicable. adjustments will be 
made from time to time to meet 
exceptional difficulties. 


New timetables are being issued 
and will be on sale at Stations. 


om 8 


<1 ese, 
ae Mane 


Southern Railway poster announcing 
the introduction of the emergency 
winter timetable 


the stations concurrently with the inauguration of the new 
services. Printing and issuing the timetables, however, 
represents but a small fraction of the actual work involved 
in preparation for war conditions. Especially was this true 
of the offices of the L.M.S.R. Divisional Superintendents of 
Operation at Crewe, Derby, and Manchester, and the Operating 
Manager’s office at Glasgow, where completely new schedules 
of engine and coachworking, guards’ and enginemen’s rosters, 
and so forth, had to be drawn up, stencilled, and circulated. 
Despite the enormous volume of work already being handled 
in connection with civil evacuation and other special traffics, 
all these workings were prepared and issued in time for the 
beginning of the new schedules on September 11—a week 
after the outbreak of war. This achievement has brought 
forth high commendation to the staff concerned from Mr. T. W. 
Royle, Chief Operating Manager, L.M.S.R., who describes it 
as ‘‘a splendid piece of organisation and teamwork of which 
the staff responsible, and indeed the whole of the railway, 
can be justifiably proud.” 


Southern Railway Public Timetable 
As mentioned above, the Southern Railway on October 16 
brought into operation its winter train service, for which a 
new public timetable has been issued and is sold at the normal 
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recalled that on 
Railway intro 
curtailed service of 
with that of the 
the Great Western 


price of 6d. It may be 
September 11 the Southern 
duced a drastically 
trains contemporaneously 
L..M.S.R. and L.N.E.R., 


THE RAILWAY GAZETTE 


RESTAURANT CAR SERVICES 


Commencing Monday, October 16th, Restaurant Cars will be run on the following Service 
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the outbreak of 
operating during 
\ll three companies 


having perpetuated from 
war the reduced service 
the evacuation period. 
have, of course, subsequently improved 


10. 0 | 10. 


LONDON (euston) to 
GLASGOW (CENTRAL) 


“OUTWARD ‘ RETURN ; 


LONDON (euston) to 
LIVERPOOL (Lime STREET) 


LONDON (euston) to 
BLACKPOOL «centrai) 


RETURN ~ouTwaro RETURN 


10.20 | 10. O 1” Oo | 2:50 


LONDON (euston) to 
BIRMINGHAM AND WOLVERHAMPTON 


‘OUT Wan D 


"8.45 | 


-! ~ OUTWARD Tistere tom Woreraampean 
Oo 6.40 





their services. On Monday, September 18, 
the Southern Railway reintroduced its 
normal summer service, with the exception 
of a number of the fastest non-stop ex 


“ouTwaro | 


10. 0 | 


LONDON (st. pancras) to 
GLASGOW st. enoch) 


“RETURN 


9.50 


“2°40 “2.10 
5.30 . 
LONDON sr. pancras) to 
LEEDS AND BRADFORD (sot'cne) 


OUTWARD [RETURN from BRADFORD 
— 


“11.30 

“4.30 | 
Other Services 

LIVERPOOL wxcunsto | LIVERPOOL (.:%5) to 


“9.55 
“4.20 

















some late evening trains, and other 
curtailments here and there, maintaining on 
Sundays only the drastically reduced em 
ergency service, although even that 


presses, 


™ “OUTWARD T 


2.50 
5.30 


Was 


17, 10. 


LONDON (euston) to 
MANCHESTER (‘ini0") 


RETURN 


‘8.10 


12. O° 7.20 
3. O | 12.20 
LONDON (st Pancras) to 
SHEFFIELD 


~ OUTWARD aN 


RETURN 
“a. Oo | *9. O 


GLASGOW (central) NEWCASTLE 


~ OUTWARD “(RETURN OuTwaRO | Reruan 

9.40 | 10.15 ‘9. 0| *4.15 
“4.15 | *3.15 | GLASGOW (™) to 

BRADFORD (i) to ABERDEEN 

















oO 





somewhat improved aiter September 
the first Sunday upon which it 
The new winter service reviewed 
editorial article 507. 


Was run. 


In an 


Is 
ouTwarD | 
8. 30 | 
1.30 
*3.30 
5.30 


on page 
Additional L.N.E.R. 


Five additional 


Trains 


weekday expresses, all 2. 


LONDON «sr. pancras) to 
MANCHESTER ccm) 
RETURN 
“7.20 
8.55 


5.50 


BRISTO ee Me ~ OUTWARD RETURN 
OUTWARD RETURN “7. | 40. 

| 7.42 — | = ° 

Ss. ©; *1. © 

INVERNESS to 


10.30 
PERTH to 
HELMSDALE 
~ OuTwaRD [| RETURN 


AVIEMORE 
12.15 5.37 


LONDON (custon) to 
HEYSHAM 
OUTWARD aerunn 
4.50 |  - . 
LONDON (euston) to 
CARLISLE 


~outwaro | + 











2 OUTWARD g RETURN 
*B.15 12. 4 
12. 5 “4.48 


oO 


RETURN 


"10.40 | *8.30 














by 
16. 


cars, were introduced 
Monday last, October 
These trains are: 9.50 a.m. King’s Cross 
to Newcastle, calling at Grantham, York, 
and Darlington; 1.30 p.m. King’s Cross to 
Leeds and Hull, calling at Peterborough, 
Grantham, Newark, Retford, Doncaster, and 
Wakefield ; 5.55 p.m. King’s Cross to Hull, 
borough, Grantham, Doncaster, and Selby ; 7.45a.m. Hull to 
King’s Cross, calling at Doncaster, Retford, Newark, Grantham 
and Peterborough; and 1.5 p.m. Newcastle to King’s Cross, 
calling at Darlington, York, Doncaster, Grantham, and Peter- 
borough Various improvements were made in the suburban 
services by the introduction of additional trains and the 
acceleration of the existing services. A new train on Sunday 
will be the 5.45 a.m. King’s Cross to Peterborough, calling at 
Finsbury Park, Hatfield, Hitchin, and stations to Peter- 
borough ; yy 


with restaurant 


the N.E.R. on 


calling at Peter 


this is scheduled to run on October 22 
Cornish Riviera Express Reinstated 

The Cornish Riviera and Torbay expresses of the G.W.R 
which were taken oft at the outbreak of war, were restored on 
Monday last, October 16, but amalgamated and run as one 
train, leaving Paddington at 10.30 a.m It runs via West- 
bury and makes its first stop at Exeter The front portion 
for Plymouth and Cornish stations 
at 6.10 p.m.), and the rear portion 
detached at Exeter to serve intermediate stations to Torquay 
and Dartmouth. The wartime 10.30 a.m. train from Pad 
dington to Penzance via Bristol now starts at 10.35 a.m 
(from Monday last) and reaches Penzance at 7.40 p.m. There 
are restaurant cars on both trains. In the reverse direction, 
the Penzance portion 9.30 a.m., and joined at 
Exeter by the Dartmouth and Torquay portion. The com- 
bined train leaves Exeter at 1.55 p.m. and reaches Paddington 
at 5.30 p.m. 


convevs 
reaching Penzance 


passengers 


Is 


leaves at 


Is 


L.M.S.R. Restaurant Car Services 


Monday last, October 58 L.M.S.R. weekday 
trains have included restaurant and in more than half 
of this total facilities are being provided on Sundays as well. 
London is served by 40 restaurant car trains, comprising 12 
each way between Euston and Glasgow or Liverpool, Man- 
chester, Blackpool, Morecambe, Birmingham, and Wolver- 
hampton; four each way between St. Pancras and 
Manchester; one each way between St. Pancras and Sheffield, 
and between St. Pancras and Glasgow; and two each way 
between St. Pancras and Bradford. Cross-country services 
on which restaurant cars are provided include Liverpool 
(Lime Street) and Newcastle, and Bradford and Bristol, on 
both routes by one train each way. In addition to the 
Anglo-Scottish restaurant car services provided by the 
Euston—Glasgow and St. Pancras—Glasgow trains and vice 
versa, two trains each way between Liverpool (Exchange) 
and Glasgow have these facilities. Two trains each way 


Since 16, 


cars, 


Poster giving details of L.M.S.R. 


NOTE :—Services qouete on orguamaeasl ano Sundays, except — markea as follows 


—Not Sundays —Not Saturdays or Sunda 


* © anone 
Cet Commercia: Manage 


resiaurant car trains 
between Glasgow and Aberdeen, between Perth and Avi 
more (on the Inverness and Highland main line), and 
ich way between Inverness and Helmsdale, are so equipped 
L.M.S.R. ’? Meals 
reintroduction restaurant cars by _ th 
the decision was taken to standardise at 2s. 6d 
wartime charge for all set meals (other than tea) taken 
the train, and the list available in the restaurant cars 
since Monday last, sets this out as follows: 
Standard breakfast, 
Standard tea 
When no sti and: urd mes aal is 
Sandwiches per round 
his standard 6d. is a 
with the double object of s¢ 
ing for the fact that wartime 
less variety than in normal time. 
ivailable, mainly in view of the fact that food control orders 
and availability of supplies may limit catering resources 
Another innovation of the L.M.S.R. is the elimination 
gratuities, and instead standard service charges are levied as 
shown on a card displayed on every restaurant car table 
which we reproduce herewith. 


GRATUITIES TO STAFF 


on 


‘*‘Standard Price 
For the of 
L.M.S.R., 
the 
on 
or dinner si Se 


ls 


6d 
Od 


luncheon, 


avail ible. 


ls. Od 


reduction in price and is mad 
curing simplification and allow 


% 


menus will necessarily contain 
Al la carte facilities are not 


of 


Card displayed 
on all 
restaurant car 
tables on the 
L.M.S.R. 
explaining 
discontinuance 
of gratuities 


Passengers are informed that a service charge of 
3d. in the 2/6 or fraction thereof is now added 
to the bill in lieu of gratuities. 


In the particular case of bills amounting to 
under 1/- the service charge will only be 2d 


No service charge will be added for cash sales 
of Sweets, Cigarettes, &c 


tas RESTAURANT CARS 


Catering on Southern Railway Trains 
The catering facilities afforded by the Pullman Car Co. 
Ltd., and the additional restaurant car services brought into 
operation on Monday last have resulted in some 87 Southern 
Railway trains being provided with equipment for serving 
refreshments on weekdays, and 27 on Sundays. There are 
Pullman cars in trains between London and the Kent and 
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Sissex coast resorts of Ramsgate, Folkestone, Dover, 

fi stings, Eastbourne, Brighton, Worthing, Littlehampton, 
| Bognor. The restaurant and buffet car trains include 
the fast trains between Waterloo and Portsmouth, and 
tain journeys between London and Brighton, Worthing, 
tlehampton, and Bognor. On the Western Section there 
four restaurant car services each way between Waterloo 
| Bournemouth on weekdays and two on Sundays. Two 
taurant car trains each way on weekdays, and one on 

S .ndays, serve the Waterloo—West of England route. 


improved. Intending passengers are asked to apply to any 
G.W.R. station, office, or agents, for particulars. 


Privately-Owned Wagons 
The Minister of Transport has appointed a committee to 
advise him upon questions arising out of the requisition of 
privately-owned railway wagons. The committee consists of 
representatives of the Ministry of Transport, the Mines 
Department, the Railway Executive Committee, the Associa- 
tion of Private Owners of Railway Rolling Stock, the Scottish 
Wagon Owners’ Association, the Association of Wagon 
Repairing Companies, Hirers Limited, the Railway Carriage & 
Wagon Builders and Financiers Parliamentary Association, 

and the Mining Association of Great Britain. 





G.W.R. Restaurant Car Meals 
he following tariff is in force on the 28 weekday and 
Sunday restaurant car services reintroduced by the G.W.R. 
October 16°:— 


‘* Carry On ’”’ 


}REAKFAST—Three course table d’héte breakfast at 2s. 6d., or , a 
arte. Owing to the war, the L.M.S.R. staff journals, L.M.S. 
UNCHEON—Four course table d’héte luncheon at 3s. Magazine, On Time, and Quota News have been suspended and 


in lieu thereof the company is producing a monthly news- 
letter entitled Carry On which is being distributed gratuitously 
among the staff. This publication, of which we reproduce the 
heading in facsimile, is being produced entirely by the com- 
pany’s Advertising and Publicity Department from _ its 
emergency headquarters “‘ outside London.’’ The first issue 
comprises four pages of news, articles, and photographs ; its 
object is “to keep the staff informed of the part which the 
company is playing in the conduct of the national cause, and 
to maintain a close contact and entity of spirit between all 
ranks of L.M.S. staff.’ The copy before us shows that these 
objects are brilliantly achieved in the first number, for it is 
full of interest, inspiration, and guidance. Some items from 


EA—A la carte. 

)INNER—Four course table d’héte dinner at 3s 

In all of the main meals there is a variety from which to 

with alternative fish or meat dishes. The wine list, 

ol necessity slightly abridged, still includes a good variety. 

lhe company particularly requests passengers taking meals 
the trains to vacate their seats as soon as possible so that 
ers may be accommodated. 


Ose, 


L.N.E.R. Restaurant Car Services 


Beginning on Monday last, October 16, the L.N.E.R. 
instated restaurant cars on 29 services, and buffet cars on 


‘ther six services. Trains from King’s Cross to be its columns we quote in other parts of this article. Writing 
provided with restaurant cars are the 9.50 a.m. to  wynder the headings, “ Railways Vital to Nation’s Cause : 
Newcastle ; 10.0 a.m. to Edinburgh; 10.30 a.m. to Leeds; Whatever Befall, We Must Carry On,’”’ Lord Stamp points 
12.30 p.m. to Newcastle; 1.30 p.m. to Leeds and Hull; out that railways have never been more vital to the life of the 


and the 5.55 p.m. to Hull. In the 
8 a.m. from New- 


{ p.m. to Newcastle ; 
verse direction the 7.45 a.m. from Hull; 
istle; 9.40 a.m. from Leeds; 10 a.m. from Edinburgh ; 
11.30 a.m. from Newcastle; 1 p.m. from Leeds and Hull; 
1.5 p.m. from Newcastle; and 4.53 p.m. from Leeds are the 
trains to King’s Cross to secure restaurant car facilities. On 
he East Anglian services three trains to Ely, three to Norwich, 
d one to Cromer are provided with restaurant cars, and 
ere are somewhat similar arrangements in the up direction. 
he buffet cars are allotted to four trains to and from Man- 
chester and Marylebone, and on an up and down journey 
between King’s Cross and Leeds. 
\s a general rule, all the seats in restaurant cars are available 
for the service of meals to both first and third class passengers 
one or more sittings as required. In the three 
trains between London and Edinburgh and Newcastle, first 
class accommodation is provided, but any seats not required 
for first class passengers are used to accommodate third class 


nation than they are today. “It will ever be a source of 
pride to those connected with the railways,’’ he says, “ that 
when war did come it found us prepared to the last man and 
the last vehicle to play our part speedily, safely, and efficiently 
in the sudden special movements of traffic. We of the 
railways have the triple responsibility of war traffic movement, 


case ot 





passengers in excess of the third class seating available for 
service of meals. For all other services, one class of accommo- 
ation wili be provided for all passengers taking meals. 
Notices worded as under are prominently exhibited in the 
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OURSELVES 
IN WARTIME 


“CARRY ON” of which | 
this is the first issue, is a monthly | 
Newsletter of L.MS news and | 
activities, which it- is the in- 
tention of the management shall | 
be published each month (as | 
near the Ist-as possible) during | 
the war emergency. 

It incorporates, for the time | 
being, the previous staff pub- | 
lications LMS MAGAZINE, | 
QUOTA NEWS (Chief Com- 
mercial Manager's Department), | 
and ON TIME (Chief Operating | 
Manager's Department), all of | 
discontinued 





estaurant Cars : 

\ll seats in this car are reserved for passengers who wish to take 
‘als on the journey. After each service will, if 
ecessary, be requested to vacate their seats in order that others 

iy be served. The company’s staff will assist such passengers to 
nd other seats on the train.”’ 

It is not the intention that any seats on a train, whether in 
| restaurant car or elsewhere, should remain unused throughout 
the journey, but it is made clear to passengers taking seats in 
‘staurant cars that they may be requested to move in order 
to make room for other passengers who wish to take meals. 


passengers 


L.N.E.R. ‘‘ Standard Price’’ Meals 


A standard three-course meal is served by the L.N.E.R. 
1 luncheon and dinner, to both first and third class pas- 
ngers, at a charge of 2s. 6d. The charge for tea (comprising 
pot of tea, bread and butter, and cake) is Is. 





are 


O 
nN 


oD Ji 


Additional Irish Channel Services 


Beginning on Monday last, October 16, the G.W.R. service 


between England and Ireland via Fishguard and Rosslare was 


waehka 


which 


Facsimile of heading of the new L.M.S R. staff 
publication ** Carry On” 
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Sketch map showing the railway lines serving the Western frontier of Germany 
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maintaining essential food and other supplies, and of 
ibling the civil community to carry on. Knowing that 
are fighting and working so that right and freedom may 
ail there must be only one end. May we be able to say 
was said of the railways twenty years ago—that when 
final victory is won, our share in it shall have been a worthy 


Slip Coaches 


he G.W.R. discontinued the use of slip coaches with the 
duction of its emergency timetable on September 1. 
re are at the present time no slip coach services at work in 
at Britain. 
Town Offices 

With the outbreak of war the railway companies closed 
xe numbers of their town offices. The G.W.R. closed all 
town offices in London with the exception of three, and 
) many in the provinces. The L.M.S.R. closed practically 
its town offices in the London area. 


Diesel Railcars 


With the introduction of the G.W.R. emergency timetable 
September 1, the services maintained by diesel railcars 
re suspended temporarily, but a few days later one car was 
sught into service between Reading and Newbury to provide 
link with the main-line trains to and from London; this 
king disappeared when the public wartime timetable came 
to force on September 25. On Friday, October 6, the 
W.R. introduced a diesel railcar service between Birmingham 
1 Cardiff; it runs on Mondays and Fridays only, leaving 
‘irmingham at 9.15 (due at Cardiff 12 noon), and returning 
m Cardiff at 4.45 p.m. (due at Birmingham at 7.25 p.m.). 
his car calls at Cheltenham, Gloucester, and Newport, in 
ch direction. All other diesel railcar passenger services 
e at present suspended, and their future is under considera- 
mn 
On the L.M.S.R., the lighter types of Leyland diesel railcar 
e at present working, one on the Central Division, and the 
ther in Scotland. The articulated diesel three-car set is at 
resent out of service, waiting to go into shops for overhaul. 
(he Central Division car is maintaining an emergency weekday 
iin service (which began on September 13) between Spring 
ale, Darwen, Blackburn, Clitheroe, and Gisburn. The 
scottish car began on September 11 to work in the neighbour- 
od of Hamilton, Brocketsbrae, and Holytown. Both of 
hese cars previously operated regular services in the 
Blackburn and Hamilton areas. 


Railways on the Continent 


It would seem that once again the railways in Eastern 
Poland are being subjected to gauge conversion. A message 
lespatched from Bucharest on October 11 said that Soviet 
abour gangs were already working hard to convert the Polish 
railways to the Russian gauge of 5 ft. Two days later a 
traveller arriving in Bucharest from Lwow said that railway 
travel was impossible, and only motorbuses were running. 
Unauthorised persons were forbidden to approach the railway 
junctions of Stanislawow and Sniatyn, which seems to confirm 
‘ther reports that the gauge of the railway is being changed. 
\ccording to the German radio the recent pact between Soviet 
Russia and Lithuania has resulted in the transfer to Lithuania 
f about 5,860 sq. miles of territory around Vilna, inhabited 
by some 600,000 persons. Lithuanian troops began occupying 
Vilna on Monday last, October 16. It is reported that the 
pacts forced by Soviet Russia upon the small Baltic States 
nclude special transit facilities by railway for the U.S.S.R. 
to Baltic ports. 

A message from Amsterdam says that on the night of 
Saturday last, October 14, a 12-coach train left Berlin for 
Warsaw carrying foreign diplomats back to the devastated 
city to wind up their embassies and legations. A warning 
vas given to the diplomats to drink only the water provided 
m the train during the three-day stay allowed them in Warsaw, 
is the water mains in Warsaw were wrecked by the German 
bombardments and the water is infected. 

While conversations are still in progress between Soviet 
Russia and Finland, the evacuation of Helsinki, Viborg, 
fempere, and some rural districts of East Finland is being 
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carried out; it began on October 10, and several thousands 
of persons have gone inland by train or motorcar. There are 
stated to have been delays on the railways due to the transport 
of troops from the west and north to the east, but on the whole 
the removal of civilians proceeds entirely according to plan. 
In pursuance of the policy laid down by the French High 


‘Command that Rhine bridges should be blown up if important 


enemy forces were observed on the German bank of the river, 
French engineers on October 13 destroyed three Rhine railway 
bridges. They are those at Rastatt, Breisach, and Neuenberg. 
Pontoon bridges across the Rhine have also been cut. Both 
railway and road bridges between Strasbourg and Kehl 
remain intact, but could be destroyed by the French instantly, 
if necessary. , 

According to the Official German News Agency the direct 
express train service between Rome and Vienna, which was 
discontinued after the outbreak of the war, was resumed on 
Tuesday last, October 17. It is also stated that regular public 
railway traffic between East Prussia, Danzig, Stettin, and 
Berlin, is now running. 


Swiss Railways and the War 


The Federal Council of the Swiss Confederation placed the 
whole railway system of Switzerland on a war footing as 
from 12.1 a.m. on September 2 and nominated as Military 
Director of Railways (in charge of both Federal and private 
railways) Dr. Maurice Paschoud, General Manager (Head of 
Works and Operating Departments), with the grade of 
Colonel. The war timetable (for civilian transport) and the 
special timetable (for the transport of soldiers to their mobi- 
lisation stations) were immediately made known to the public 
by special posters in the stations and public places, as well 
as by a special timetable on sale at booking offices. 
Although the administration had only a few hours to change 
over from normal working to the war timetable, this opera- 
tion had long been foreseen and the preparations made to 
enable it to be effected without a hitch. 

The 1939 war timetable afforded appeciably better civil 
communication than that of 1914, and on all the principal 
lines direct trains were maintained. From the after- 
noon of Friday, September 1, on which day notification of 
the mobilisation of the army was published, fixing the next 
two days as the days of actual mobilisation, stations were 
taken by assault and trains crowded. Not only were those 
of military age preparing for their mobilisation, but foreigners 
visiting Switzerland were departing in haste. Similar heavy 
traffic lasted over the first and second days of mobilisation. 
Besides the ordinary trains provided in the war timetable, 
special military trains were run day and night. Despite the 
very heavy demands on the railway personnel and equip- 
ment, the heavy task was carried out punctually. 

The reduced war timetable of September 2 was replaced 
on October 8 by a “ civil’’ winter timetable approved by the 
military authorities, which will remain applicable until further 
notice. These wartime services, which had been fully planned 
for some time past and were put into operation very smoothly 
as soon as the necessity arose, are based on a maximum speed 
of 75 km.p.h. and thus leave ample margin for recovery of 
lost time on account of any abnormal delays. The timetable 
shows few curtailments beyond certain expresses which ran 
essentially to connect with international through services. 
The Geneva-Zurich, Geneva-Basle, and Berne-Rorschach 
“light expresses ’’ have resumed running. Dining car services 
were discontinued for a few days only, and were resumed on 
September 6 on tle principal lines. Through services to and 
from adjacent countries were suspended entirely during the 
first weeks of the war, and, except for British subjects using 
the special train referred to at page 384 of our September 15 
issue, foreigners wishing to return to France and beyond 
were able to proceed via Geneva only, and without any 
knowledge as to connections beyond the frontier station at 
3ellegarde, to which there were a few local trains from Geneva. 
Since October 1, two through trains have been running daily 
from Basle and Berne, via Delémont-Delle, to Paris and vice 
versa. On September 25, the French frontier points, except 
Basle and Le Locle, were re-opened for carload freight traffic 
in both directions, 
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QUESTIONS IN PARLIAMENT 


Railway Fares 

Mr. Walter Green (Deptford, Lab.), 
on September 27, asked the Minister of 
rransport if he was aware that, owing 
to the withdrawal of cheap fares on 
the railways, many parents of the 
poorer class would find it impossible to 
visit their children who had _ been 
evacuated; and, as this might lead to 
their children 
would he 


many parents bringing 
back to dangerous 


make such representations to the rail 


areas, 


ways as might make possible the issue 
of ‘cheap tickets to parents for this 
purpose at stated intervals. 

Sir Richard Wells (Bedford, C.) also 
asked the Minister of Pransport 
whether he was aware of the hardship 
and inconvenience caused by the with 
drawal of cheap day tickets on the 
London suburban 
whether it would be possible to restor 
them at an early date 

Captain Wallace I 
the reply which I gave on this subject 
to the hon. member for Leyton W. on 
September 20. I am sending the hon 
members a copy of that reply to which, 
I cannot add 


railways; and 


would refer to 


as at present advised, 
anything 

Mr. Green: Is the Minister aware ol 
the serious position in whi h the pooret 
parents are being placed in that they 
will be unable to visit their children 
who have been evacuated and that 
manv of us have received many letters 
from stating that their chil 
dren will be withdrawn? 

Captain Wallace: If the hon 
man will be good enough to read the 
reply to which I have made reference 
today, I think he will recognise that 
I cannot at the moment add anything 


pare nts 


gentle 


to what I said a week ago 

Mr. E. Thurtle (Shoreditch, Lab.) 
Is the Minister aware that this is a 
very real grievance in the East End 
of London, and will he at least pro 
mise to reconsider the question soon 

Captain Wallace: If the hon gentle 
man will look at the answer to which 
I referred he will see that I have pro 
mised to do so, and I will 

Mr. R Ww Sorensen (Leyton West 
Lab.): Seeing that he has referred to 
the answer given to me last week, may 
I ask the Minister whether he will not 
at an early date announce to _ the 
general public, and to those who have 
been evacuated, some facilities to en 
able people to visit their children and 
relatives in the way suggested ? 

Captain Wallace: I am bound to 
repeat that I must have regard to the 
considerations which I set out in the 


answer already mentioned 


Barred Doors on Trains 

Mr. A. M. Lyons (Leicester E., C.), 
on September 28, asked the Minister of 
fransport whether, in view of the great 
danger in the barring of 
suburban railway 


orders for 


potential 
doors on 
trains, he 


certain 
would now give 


their immediate removal in_ the 
interests of public safety. 

Captain Wallace wrote in reply: 
Bars are only placed across the win- 
dows of the doors on certain suburban 
trains of exceptional width to prevent 
from leaning out of the 
windows and being injured owing to 
the small clearance at certain points on 
the lines. In the interests of safety I 
do not think it desirable that these 
particular bars should be removed. 


passengers 


London-Birmingham Service 


Sir Patrick Hannon (Moseley—C.), on 
October 3, asked the Minister of Trans- 
port, whether his attention had been 
called to the inadequacy of the services 
on the L.M.S.R. between Birmingham 
and Coventry and London; and, in 
view of the importance of fast train 
communication between these cities and 
London during the progress of the war, 
if he would arrange for at least one or 
two fast trains each weekday. 

Capt. Wallace (Minister of Transport): 
here are eleven principal trains each 
way between London and Birmingham 
and six between London and Coventry 
on weekdays It is true that these 
trains are slower than in peace-time, but 
my hon. friend will appreciate that, in 
order to deal with the very heavy freight 
trathic of urgent national importance 
which, owing to the lighting restrictions 
cannot be confined to night time, it is 
necessary in existing circumstances to 
restrict passenger services to trains of 
maximum Capac ity, running at moderate 
speed and making intermediate connec- 
tions. Improvements in passenger train 
services will be made when conditions 
permit 


Railway Loans to China 

Sir John Wardlaw-Milne 
minster—C.), on October 4, asked the 
Prime Minister whether he could state 
the position of the negotiations with 
the Chinese Government in respect of 
interest on the 


(Kidder- 


the payment of the 
loans secured on the customs and salt 
revenue and the railway loans; whether 
he could inform the House of the 
nature of the offer made by the Chinese 
Government, and, if the offer was not 
accepted, the reasons for refusing to 
accept it, also if the bondholders 
affected were ever consulted. 

Mr. R. A. Butler (Under Secretary 
of State for Foreign Affairs): An offer 
by the Chinese Government to pay 
part of the interest on its loans secured 
on the customs and salt revenues was 
received in March last and referred for 
consideration to the committee ap 
pointed by the Bank of England to 
represent the bondholders. Negotia- 
tions ensued, and in June the com- 
mittee informed the Chinese Govern 
ment that the offer, into which certain 
important changes had _ been intro- 
duced, was such as they could recom 
mend the bondholders to accept. In 
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July, owing to the difficulties cau 
by the fall in value of the Chin 
dollar, the offer was withdrawn. 
regards the railway loans, the attit 
of the Chinese Government is that 
cannot continue to accept 
bility for financial obligations se 
on railways over which it no lo; 
exercises control or from which 
draws no revenue. 


resp 


Charing Cross Underground Stati 

Mr. Josiah Wedgwood (Newcasi 
under-Lyme—Lab.), on October 
asked the Minister of Transport h 
long it was intended to keep Chari 
tube station thus sti 
ping the Hampstead—Highgat 
Waterloo tube. 

Captain Euan Wallace (Minister 
Transport): It is hoped to re-oj 
Charing Cross tube station in the latt 
part of December on completion of « 
tain works, including the installati 
of electrically operated  floodgat: 
rhese works are proceeding. 


Cross closed, 


Passenger Train Services 

Sir Granville 
Otley—C.), on 
Minister of Transport 
would strongly urge the  Railw 
Executive Committee to provide 
least one fast service of trains for ea 
of the principal industrial centres 
London and back each day. 

Major J. Milner (Leeds, S.E.—Lab 
isked the Minister of Transpo 
whether he was aware that the prese1 
restrictions on railway travel wet 
causing serious loss and inconvenien 
to the travelling public and a gr 
waste of public money; and whether 
he would now considerably modifi 
these restrictions on the understanding 
that they might be reimposed if th 
necessity arose. 

Captain Euan 
fransport): I can 
friends that the railway companies ar 
alive to the importance of continuing 
to improve passenger train services a 
and when possible. I would, however 
point out that there is a very heavy 
freight traffic of urgent national im 
portance to be dealt with, and that 
owing to lighting restrictions, this 
traffic has to be handled during day 
light hours to a much greater extent 
than in normal times. It is, therefore 
necessary to limit passenger services to 
trains of maximum capacity running at 
making inter 


Gibson (Pudsey 
October 4, asked t 
whether 


Wallace (Minister of 


assure my _ hon 


moderate 
mediate connections. 

Major Milner: Is the Minister awar« 
that all working railway men, without 
exception, say that there is no justifi 
cation on the grounds that the Minister 
has given for the restrictions imposed, 
and that many faster trains might well 
be put on the lines, notwithstanding 
the slight additional traffic. 

Captain Wallace: I feel bound to 
accept the advice which is given to me 
by the Railway Executive Committee, 
who have been chosen to run the rail 
wavs on the Government’s behalf. 


speeds and 
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RAILWAY AND OTHER REPORTS 


Eastern Counties Omnibus Co. 
Lrd.—An interim dividend of 3 per 
tax free, is again being paid. 


Northern General Transport Co. 
Lid.—An interim dividend of 4 per 
less tax, is announced, the same 

year ago. 


Central Argentine Railway 
Limited.—The directors regret they 
unable to recommend any dividend 

the 44 per cent. preference stock and 

( r cent. cumulative preference stock 
respect of the year to June 30, 1939. 


Peruvian Corporation Limited. 
One per cent. on account of interest is 
© paid on November | on the 6 per 
t. first mortgage debentures. In 
tober last year 2 per cent. was paid 
full discharge of the unpaid balance 
the instalment of interest due April 1, 


335 


Madras & Southern Mahratta 
Railway Co. Ltd.—The directors have 
ided to recommend at the general 
eting to be held on December 13, the 
yment on January 1, 1940, of a final 
idend of 3 per cent., making with 
23 per cent. paid on July 1 last, a 
tal dividend of 5} per cent. for the 
ir ending December 31, 1939. The 
yposed 3 per cent. dividend is made 
of 1? per cent. guaranteed interest, 
ss tax ; stockholders’ revenue account 
per cent., less tax ; and reserve fund 
per cent., free of tax The total dis- 
ution for the previous year 
per cent. 


Was 


Bolivia Railway Company.—Net 
irnings for the half-year to June 30 
st are sufficient to pay interest of 


0-589 per cent. on and after October 2 
the 5 per cent. mortgage and colla- 
eral trust income bonds (series A). 
his compares with 0-514 per cent. for 
the corresponding half-year of 1938. 
lhe balance required to enable interest 
1} per cent. (6s. on each £20 bond) to 
e paid on the bonds in respect of the 
ilf-year has been provided by the 
\ntofagasta Railway Company. Holders 
{ the old first mortgage bonds who have 
it accepted the plan of reorganisation 
have received, on October 2, interest at 
the rate of 0-750 per cent., or 3s. on 
ich £20 bond. 


Clyde Navigation Trust.— Revenue 
for the year ended June 30, 1939, was 
£955,931, a decrease of £56,539 in 

parison with the previous year. 
I’xpenditure charged to revenue 

mounted to £898,194, representing a 

iving of £31,767, and the surplus over 
xpenditure was £57,737. Of this sur- 

lus, £48,127 was absorbed by the full 
tatutory contribution to sinking fund, 
nd the balance of £9,609 was placed 
to the credit of revenue account. The 
evenue from vessels of £329,499 showed 

decrease of £8,779, and revenue from 
oods was down by £44,920. Tonnage 
if vessels arriving at and departing from 
the port showed the record figure of 


15,758,478, and was 36,558 above that 
of the previous year. That this increase 
in tonnage was accompanied by a de- 
crease in revenue was accounted for by 
a greater number of foreign-going ves- 
sels arriving or going out in ballast. 
Tonnage of goods imported and ex- 
ported was 6,189,184, a decrease of 
1,075,591. 


Sorocabana Railway Company. 
The advisory committee, acting on be- 
half of the holders of the 5} per cent. 
first debentures of this company, an- 
nounces that the revenue resources in 
sterling amount to £5,061. The com- 
mittee is of opinion that this sum should 
be retained to provide for future commit- 
ments until remittances can be obtained 
from Brazil. In these circumstances the 
committee has postponed the considera- 
tion of any distribution in respect of 
Coupon No. 56 due on October 1, 1939, 
on the first debentures. The company’s 
resources in Brazil which, owing to ex- 
change restrictions, have not been re- 
mitted to this country, now total 
approximately 4,200 contos. 


Trans-Zambesia Railway Co. 
Ltd. receipts of the railway, 
including the southern approach to the 
Zambesi bridge, for the year 1938 were 
£169,728, against £154,472 in 1937, 
and working expenses rose from 
£103,275 to £109,273, leaving net re- 
ceipts of £60,455 compared with £51,197. 
Working expenses in 1938, including 
the southern approach, the river ser- 
vice, and the amounts charged to re- 
newals, were 64-38 per cent. of the gross 
receipts, as compared with 66-65 per 
cent. in 1937. Total tonnage in 1938 
was 80,303 tons, of which 23,144 was 
general merchandise. This compares 
with a total of 74,495 tons in 1937, of 
which 19,458 was general merchandise. 
Passenger traffic brought in £19,772, 
against £15,051 in 1937, and goods traffic 
receipts improved from £127,482 to 
£137,082. The amount of £47,452 due 
from the Nyasaland Government under 
the guarantee has been received and 
this, with the balance of £61,188 brought 
down from revenue account, covers 
interest and other charges and the 
£35,550 set aside for debenture redemp- 
tion account. 


Gross 


United Steel Companies Limited. 

Trading profit for the year ended 
June 30, 1939, amounted to £1,938,984, 
against £2,426,547 for 1937-38. Net 
profit, after providing £679,581 for de- 
preciation, £480,000 for taxation, and 
£43,720 for debenture redemption, was 
£735,683, compared with £913,467. The 
final dividend is 5$ per cent., making 8 
per cent. for the year, and, being pay- 
able on a larger capital, requires 
£559,700 compared with the £646,198 
absorbed by the 10 per cent. dividend of 
the previous year. Allocations include 
£200,000 to reserve, £130,000 to staff 
funds, and {£25,716 to share and note 
issue expenses, and the amount to be 
carried forward is £411,600, against 
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£591,333 brought in. During the first 
half of the financial year the decline in 
iron and steel continued, but in the last 
six months of the year the company and 
its subsidiaries operated at a high rate. 

Craven Bros. (Manchester) Ltd.— 
This company is again. paying 74 per 
cent. as an interim dividend. 

Colvilles Limited .—An interim divi- 
dend of 3 per cent., less tax, the same as 
a year ago, will be paid on November 30. 

Manganese Bronze & Brass Co. 
Ltd.—An interim dividend of 3d. a 
share is being paid, the same as a year 
ago. 

W. R. Sykes Interlocking Signal 
Co. Ltd.—Dividends at 6 per cent. per 
annum on the cumulative “‘ A ’’ prefer- 
ence shares for the two years to October 
31, 1936, were paid on October 12, 1939. 

Churchill Machine Tool Co. Ltd. 
Announcement is made of an interim 
dividend on the ordinary stock of 15 per 
cent., less tax, on account of the year 
ending December 31, 1939, payable on 
October 12. 

William Beardmore & Co. Ltd.— 
An interim dividend of 3 ' per cent. is 
announced. This is the first interim 
payment since the last war. For the 
period July 20 to December 31, 1938, a 
dividend of 3$ per cent., less tax, was 
paid, equivalent to a rate of approxi- 
mately 7? per cent. per annum, less tax. 

Lightalloys Limited .—A final divi- 
dend of 20 per cent., less tax, payable 
on November 1, is recommended, mak- 
ing 35 per cent. for the year ended 
June 27, 1938. This is the same as 
for the previous year, but on a capital 
increased in November, 1938, by a 
50 per cent. bonus issue. 

Hurst, Nelson & Co. Ltd.—Profits 
for the twelve months ended mid-July 
last were £59,903, after provision for 
taxation, against £48,262 for 1937-38, 
and the dividend for the year on the 
ordinary shares is again 10 per cent. 
A transfer of £10,000 is again made to 
reserve, and a sum of £3,000 is appro- 
priated to A.R.P. reserve. The direc- 
tors also propose an ordinary interim 
dividend on account of the current 
period of 2} per cent., payable on 
May 15, 1940. 

Serck Radiators Limited .—Profits 
for the period from July 31, 1938, to 
August 5, 1939, amounted to £58,852, 
against £54,683 for 1937-38. The direc- 
tors recommend a dividend of 15 per 
cent., the same as for the previous year, 
in addition to a bonus of 7} per cent. 
against 5 per cent. Reserve for building 
renewals is credited with £12,500 (against 
nil), and the general reserve with 
£15,000, compared with £25,000. The 
amount proposed to be carried forward 
is £11,308, against £9,206 brought in. 








Forthcoming Meetings 


Oct. 25 (Wed.).—South Indian Railway 
Co. Ltd. (Ordinary General), 91, 
Petty France, Westminster, S.W.1, at 
noon, 
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NOTES AND NEWS 


Blackout Road Deaths.—tThe road 
fatalities during September, the first 
month of the blackout, totalled 1,130. 
This figure compares with 554 in Sep- 
tember of last year and 617 in August of 
the present year. 

Accident, 
Assizes at 
evidence 


Downham Market 
L.N.E.R. At the Norfolk 
Norwich on October 12, no 
was offered by the prosecution against 
the driver and mate of the lorry which 


caused the derailment of an L.N.E.R. 
train at a level crossing near Down- 
ham Market on June 1, when four 


passengers in the train were killed. They 
and dis- 


were accordingly acquitted 
charged 
More G.W.R. Trains.—The Great 


Western Railway announces the follow 
ing additional express trains to begin 
running from Paddington on Monday, 


October 30 11.5 a.m. to Birmingham 


and Birkenhead ; 11.55 a.m. to Cardiff 
and South Wales; and 1.30 to Exeter 
and Plymouth. Corresponding up trains 
will be put on, and all will have 
restaurant cars In addition a new 
sleeping car train will leave Penzance 


at 8.45 p.m. for Paddington, beginning 
October 29. 


L.M.S.R. Collisions .—The tirst por 
tion of the Night Scot froma Euston last 
Friday night, October 13, arrived at 
Bletchley at 8.44 p.m., and while a 
shunting engine was attaching vehicles 
the second portion collided 
causing the shunting 
engine to mount the platform, and 
killing the driver. Three other persons 


in the reat 
with it 


also lost their lives Che Ministry of 
fransport enquiry was opened at 
Bletchley by Lt.-Colonel A. H. L. 
Mount on October 16 he inquests 
on the bodies of the four victims of 
the accident were adjourned on the 
same day until October 30 At Win- 
wick junction late on Monday night 


a goods train and a light engine. The 
down Euston-Heysham express, the 
Ulsterman, was partly derailed by the 
wreckage. The guard of the 
train subsequently died from his in- 
juries. ; 


20 ds 


United Steel Companies Limited. 

At the recent annual meeting of the 
United Steel Companies Limited, the 
Chairman, Sir Walter Benton Jones, 
referred to the arrangement under 
which the company had secured a sub- 
stantial interest in the sheet-making 
industry by subscribing for 1,288,185 
‘A”’ ordinary shares of John Summers & 
Sons Ltd., which was a little more than 
a sixth of that company’s share capital. 
He mentioned that the coking 
plant, additions to blast-furnaces and 
steelworks at Appleby-Frodingham had 
been completed, and the current year 
would have the benefit of nearly a full 
year’s working of these extensions. All 
the company’s works were now opcerat- 
ing at a high rate of production. 


also 


Institution of Railway Signal En- 
gineers : Emergency Arrange- 
ments.—The council of the Institution 
of Railway Signal de- 
cided to carry on the work of the in- 
stitution as far as circumstances will 
permit during the present emergency. 
\ll meetings have been suspended until 
further notice, and the dinner has been 
cancelled. It is proposed to endeavour 
to make the Journal of Proceedings as 
with that object, 


Engineers has 


useful as possible and, 


the council invites contributions there- 
to, especially from overseas members 
who will not be under the same dis- 
advantages as those at home. There 


will be no alteration for the present in 
the subscription arrangements. Mem- 
bers changing their address temporarily 
during war conditions will greatly 
assist by notifying the Honorary Secre 
tarv at 80, Caversham Road, Reading, 


> 
Berks. 








October 16, a collision occurred between 
. . 
Irish Traffic Returns 
Totals for 4Ist Week Totals to Date 
IRELAND seo 
1939 1938 Inc. or Dec. 1939 1938 Inc. or Dec. 
£ f f £ £ £ 
Belfast & C.D pass 2,044 1818 2°96 110,263 106,896 3,367 
(80 mls.) 
‘ “ goods 580 386 194 18,802 17,882 920 
a re total 2,624 2,204 420 129,065 124,778 4,287 
Great Northern pass. 9,900 10,450 550 475,300 469,650 5,650 
(543 mls.) 
as am goods 14,450 11,750 2.700 431,700 375,300 56,400 
ai aa total 24,350 22.200 2,150 907,000 844,950 62,050 
Great Southern pass. 31,383 32,468 1,085 1,555,061 1,558,794 |— 3,733 
(2,076 mls.) 
ie goods 60,672 50 462 10,210 1,749,335 1,645,477 103,858 
me a total 92,055 $2,930 9,125 3,304,396 3,204,271 100,125 
L.M.S. Northern 
Counties pass. 3,830 3,230 |+ 600 197,100 194,740 |+ 2,360 
271 mis 
goods 3,580 2,460 1,120 121,450 108,380 | +4 13,070 
total 7,410 5,690 + 1,720 318,550 303,120 |+4 15.430 
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British and Irish Railwa, 
Stocks and Shares 


Prices 
So | oe 
Stocks er ES Oct. p 
—“— . Al 
je) J] 17, , 
1939 
G.W.R. { 
Cons. Ord. woe| G5lg | 2534 | 27 - 
5‘% Con. Prefce..... 11834 | 74 80 
5% Red. Pref.(1950) 11134 | 90 9212 
4% Deb. ... aot hes 9712 | 931g 
44% Deb.... —... 112516 10012 | 962g 
A Deb.... 11812 104 10212 
5% Deb. ... . (311g (119 1121, 
24% Deb.... ..., 6934 60 5612 
5% Rt. Charge 129 114 106 
5% Cons. Guar. .... 12812 103 99l1o 
L.M.S.R. 
Ord. se ... 301g ll 1019 
4% Prefce. (1923) | 7014 | 23 36 
4% Prefce. we. 821g 4354 54 I 
5% Red. Pref.(1955) 10312 66 76 
4% Deb. ... ... 1051336 85 8712 
5% Red.Deb.(1952) 11414 105 104 
4° Guar. .. 10234 | 7712 | 78 
U.N.E.R. 
5% Pref. Ord. 8%16 312 31lo +1 
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5% Red.Deb.(1947) 11053 97 10019 
4$°% Sinking Fund 10846 101 98 
Red. Deb. 
SOUTHERN 
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5° Red. Pref.(1964) 11512 98 9712 
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5% Red.Guar. Pref. 116 10812 105 
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Ord. eis see] 21g 812 10 - 
Prefce. ... seo] OD 13 2012 
Guar. oa wee) 701g | 301339) 35 — | 
Deb. _ saat 56 54 
LP. 2B 
48% “A” ..1195g 10712 103 
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46% “T.P.A.” ..j106 98 101 — 
5% “3B” . 1221336 105 102 ~ 
me se ...| 84 68 65 - 
MERSEY 
Ord. ae vue) 241g 1612 2012 
4% Perp. Deb. .... 1027, | 9434 90 — 
3% Perp. Deb. . .| 77 69 651 
3% Perp. Prefce. 6612 | 57 5212 — 
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ABSTRACTS OF RECENT PATENTS* 


o. 505,136. 
Sleepers 
Resilient Products Corporation of 79, 
idison Avenue, New York, U.S.A. 
vthur Harold Stevens, B.Sc.(Lond.), 
C.S., F.C.1.P.A., of 5-9, Quality 
uvt, Chancery Lane, London, W.C.2. 

|pplication date: March 15, 1938.) 

\ tie plate arrangement for securing 
ilway rails to sleepers comprises 
oden cross ties I which are not in 
rect contact with the rails R, tie 
lates P being interposed there _ be- 
een. These tie plates P are formed 


Securing Rails to 
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RG’ 50513654 


L {> 1 


7 be b 








om a harness jacket or metallic mem- 
er a and a resilient member or shoe b 
ssociated together as shown in Fig. 3. 
lhe member a is provided with flanges 
r shoulders al which are slightly 
irther apart than a rail width, ver- 
tical passages a2 through which the 
fastening spikes S are adapted to ex- 
end,- vertical through 
which the screw spikes S/ extend, and 
in opening a4 between ribs or webs a5. 
The resilient member 6b comprises a 
sole plate bJ having a cushion section 
b4 extending above the ribs a5. Pass- 
iges b2 and b3 are provided, corre- 
sponding to the passages a2 and a3 — 
Accepted May 5, 1939.) 


passages a3 


Rail Chair 

Reuben Arthur Baughan of 234, 
Northumberland Park, Tottenham, 
London, N.17, and Alfred James Smith 
{ Park Hotel, Park Lane, Tottenham, 
London, N.17. (Application date: 
November 29, 1937.) 

A two part chair comprises a pair of 
substantially L-shaped halves, each 
comprising a sole plate 1 and a jaw 2, 
the sole plate being provided with holes 
3,4 which receive spikes 13 passing 
through elongated holes 14 in the base 
plate 11 which rests on a sleeper 12. 
The surfaces 5,6 engage the surfaces 


No. 506,510. 


These abridgments of recently published 





7,8 of the rail, and the foot flange 9 
of the rail rests upon a pair of blocks 
10 upstanding on the base plate 11. 
Each chair half is provided with a 
strengthening web 15 and is located 
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longitudinally of the rail by walls 16 
in the base plate. If desired the up- 
standing blocks 10 may be arranged 
wholly outside the channel 17 between 
the walls 16 (as indicated in dotted 
lines). Small wooden fillets 18 may be 
wedged between the undersides 19 of 
the jaws 2 and the rail web and foot 
flange. In a modified form the two 
halves are held together by a bolt 
carried by one chair half and passing 
through the other to receive a nut - 
(Accepted May 30, 1939.) 


No. 505,415. Power Installation for 
Railroad Vehicles 

Humoboldt-Deutzmotoren Aktien- 
gesellschaft of Cologne, Germany. 
(Convention date: November 12, 
1937.) 

Where an internal combustion en- 
gine, 1, such asa diesel engine, delivers 
power through power distributing gear 
2, on the one hand to a blower 4 for 
supercharging the engine, and, on the 
other hand, through a starting clutch, 





RG: 505415), 


to the driving wheels of the vehicle, 
the driving wheels are driven through 
a multi-stage change speed gear. The 
centrifugal blower 4 sucks in charging 
air at 5 and delivers it to the engine 
cylinders by a conduit 6, and is driven 


specifications are specially compiled for Tut 


RAILWAY GAZETTE by permission of the Controller of His Majesty’s Stationery Office. Group 
ibridgments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2, 


cither sheet by sheet as issued, on payment of a subscription of 5s. a group volume, or in bound 


volumes, price 2s. each, and the full specifications can be obtained from the same address price Is. 


ich, 
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through the sun wheel 7, planet wheels 
8, 9, the sun wheel 10, and fixed wheels 
11, 12, the sun wheel 7 being fixedly 
coupled with the fly wheel 13 of the 
engine, by. a shaft 14 and a flange 15, 
the planet wheels 8, 9 being keyed 
fast on the shafts 16, the sun wheel 
10 driving the toothed wheel 11 
through a shaft 18, and the toothed 
wheel 12 and the rotor of the blower 
4 being mounted fast on the shaft 19. 
The drive for the axle 3 of the driving 
wheels is transmitted through the 
flange 15, shaft 14, sun wheel 7, planet 
wheels 8 in the casing 17, hollow shaft 
20, the change speed gear, and the 
bevel wheels 21, 22. The casing 17 is 
fixed to the shaft 20 which can be 
selectively coupled to the wheels 23, 
24 through clutches 25, 26, the wheels 
23, 27 providing the first gear and the 
wheels 24, 28 providing the second 
gear. The clutch 25 for the first gear 
is also the starting clutch.-—(Accepted 
May 10, 1939.) 


No. 505,313. Crossings 


Tom Percival Strickland, of 5, Wash- 


ington Street, Toorak, and _ Allan 
Terence O’Meara, of 10, Lockhart 


Street, Camberwell, both in the County 
of Bourke, State of Victoria, Common- 
wealth of Australia. (Application 
date : May 2, 1938.) 

A railway crossing comprises a 
plurality of resilient wheel supporting 
members 2 provided at each rail inter- 
section, each of the said members being 




















RG’ 505313/zg 





of cruciform construction and _ being 
located lengthwise of each rail 3. Each 
of the said members 2 is adapted to 
move bodily when engaged by the 
flange 4 of a wheel 6 and consists of 
two arms 2a with upper surfaces 7 
downwardly inclined from the junction 
8, the outer ends 9 preferably being 
rounded. When a wheel 6 passes the 
transverse gaps 11, the flange 4 tracks 
lengthwise of one of the arms 2a which 
are adapted to support the vehicle load 
resiliently, preferably without raising 
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the wheel treads 6a out of engagement 
with the rail treads 3a. The mem- 
bers 2 are housed in compartments 16 
between each rail 3 and an access plate 
17 removably connected to the web 
3b of the rail to form a channel. Re 
silient bearings such as rubber pads 21 
accommodated in a telescopic casing 22 
having a seating 23 are provided in 
the compartments 16, and the limit 
provided for limiting 
downward movement of the members 
2. For preventing tilting of the mem- 
bers 2 and limiting their upward move- 
ment, the arm of each said member 
may be pivotally connected at 27 to 
bolts 28 in holes 29 in the rail flange, 
provided with nuts 31 and coiled re- 
silient pad 32. (Accepted May 9, 
1939.) 


stops 26 are 


No. 507,288. 


Jose ph 
Christopher Olai 


Hopper Wagons 


Walwyn White and 
Valberg, both of R. 


White and Sons, Railway Engineering 
Works, Widnes, in the County of Lan 
caster. (Application date November 


7, 1938.) 

A hopper wagon 1 carried by wheels 
2 on rails 3 by means of a haulage rope 
4, for example, has one of its sides 
5 hinged at 6 to normally lie at an 














om 


angle to the vertical to allow discharge 
of the contents, the said discharge 
being facilitated by a plate 7 forming 
an extension of the bottom 8 of the 
wagon. Gripping the cable 4 are jaws 
9 which are secured by cam means 10 
operated by a lever 11 provided with 
rollers 12, 13 for ramp rail engagement 
and disengagement. The side 5 is held 
closed by catches 14 on a shaft 15 on 
which shaft an arm 16 is keyed which 
is provided with a roller 17 adapted 
to co-operate with a ramp rail 18 so 
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that the contents of the wagon may 
be discharged at a_ predetermined 
moment. After discharge a ramp 19 
comes into contact with a roller 20 on 
the side 5 to shut the said side. Ina 
modified form the catches 14 are 
adapted to slide downwards to unlock 
the side 5 under the action of the 
smaller end of a_ two-armed lever 
pivoted on the shaft 15, the roller 17 
on the ramp 18 being attached to the 
other arm of the said lever.—(Accepted 
June 13, 1939.) 


No. 506,938. 

William Ross of 2, 
London, S.W.1. (A pplication 
February 16, 1938.) 

A device for delivering materials to 
a line of wagons comprises a plate 1 
mounted on a shaft 2 in bearings 3, 
the shaft 2 being provided with a 
toothed segment 4 which engages with 


Loading Wagons 
Victoria Street, 
date: 
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a pinion 5 rotatable by a handle 6 or 
by electric or other means so that the 
plate 1 may be made to assume alter- 
nately oppositely inclined positions, 
movement of the plate being limited 
by stops 9. The plate 1, on to which 
material is deposited, as from a hopper 
receiving a supply from a suitable con- 
veyor device, may be fitted with rigid 
sides 12, and a flexible curtain 13 com- 
prising adjacent lengths of link chains 
may be suspended at each open end of 
the plate from supports 14. Rollers 15 
are provided to balance the loading 
valve constituted by the plate 1 and 
the side walls 12. Flexible aprons or 
curtains 22 comprising lengths of link 
chains may also be provided to prevent 
spilling of material over the sides and 
ends of the trucks being loaded. Load- 
ing may be carried out by passing the 
line of trucks under the device so that 
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each truck receives a layer of materi 
whilst the device is inclined in 
direction and another layer of materi 
whilst the device is inclined in t!} 
opposite direction, or the loading d 
vice may be made to traverse tl 
train.—(Accepted June 7, 1939.) 








COMPLETE SPECIFICATIONS 
ACCEPTED 
503,228. Fisher, E. A. 
carriages and the like.’’ 
503,248. Peters & Co. Ltd., G. D 
Cardwell, C. H., and Shaw, J. ‘‘ Con 
pressed-air engines for operating vehick 
doors and the like.’’ 
503,284. Koppe, P. 


** Locks i 


‘ Flexible couy 


ling.”’ 

503,464. Chatwin, J. (Ges. fiir Obe: 
bauforschung). ‘“ Permanent ways 
r.ilways and the lik 


3udd Manufacturing Co 
pany, E.G. ‘‘ Sleeping-cars or the like 

503,659. Budd Manufacturing Con 
pany, E. G. ‘“‘ Side bearings for artic 
lated railway vehicles.’’ 

503,790. Railway Signal Co. Ltd., a1 
Runnett, J. ‘‘ Token systems for the c: 
trol of railway and like traffic.’’ 

504,090 Budd Manufacturing Com 
pany, E.G. ‘* Railcars.’’ 

504,275. Jonkhoff, H. W. ‘‘ Vehicl 
bogie constructions and vehicles suy 
ported thereby.’’ 

504,319 Strunk, F. G. 
apparatus for trains of 
like.’’ 


503,654. 


‘* Haulag 
trucks or th 


504,320 Schweizerische Lokomoti) 
und Maschinenfabrik ‘* Brakes for 
vehicles more particularly — railwa 


vehicles, that operate on rack railways.”’ 

504,437. Zavody Ringhoffer-Tatra 
Ackciova Spolecnost. ‘‘ Bogie trucks for 
railway motor vehicles.’’ 


504,439. Symington-Gould Corpor 
tion. ‘* Railway-vehicle trucks.”’ 

504,440. Symington-Gould Corpor 
tion. ‘* Railway-vehicle trucks.’’ 


504,587. Stevens, A. H. (Sperry Pri 
ducts, Inc.). ‘‘ Apparatus for recording 
data relating to railway tracks.’’ 

504,596. Fazakerley, J. 
joint.” 

505,025. Condy, J. H., Brogden, A. N., 
and London Passenger Transport 
Insulated rail joint 

505,136 Stevens, A. H. (Resilient Pro 
ducts Corporation Means for securing 
railway rails to sleepers. 

505,313. Strickland, T. P., and O'Meara 
A. T. Tramway, railway, and like crossings 

505,408. Wavegood-Otis Limited. Moving 
stairways 

505,409 
stairways 

505,466 
ing 

506,162. Siemens and General Electric 
Railway Signal Co. Ltd., and Mott, J. E 
Railway signalling systems ’ 

506,510 Baughan, R. A., and Smith, 
S. J. Railway rail chair 

506,918. Westinghouse Brake & Signai 
Co. Ltd. Electric signalling systems. 

506,938 Ross, W. Means for loading 
railway wagons or the like 

506,950. Budd Manufacturing Company, 
E. G. Flexible suspensions or supports for 
railway vehicle trucks 

507,233. Lentz, H. J. Valve gears for 
reversible reciprocating fluid-pressure en- 
gines, especially for locomotives. 

507,255 Maley, A. W., and Taunton, 
E. M. Truck suspension for railway and 
tramway vehicles. 


507,386. Kruckenberg, F. Railway 
tracks. 


“ Railway 


Board 


Wavygood-Otis Limited. Moving 


Alexander, L 


Railroad cross 
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STAFF AND LABOUR MATTERS 


Dock Labour 


[he Minister of Labour has an- 
inced the details of a scheme for a 
untary mobile force of dockers 
ich are contained in an agreement 
cluded between the Ministry of 
bour, the National Council of Port 
bour Employers, and the Transport 
General Workers’ Union. The object 
to provide for the temporary transfer, 
a voluntary basis, of dock labour in 
rtime, with a view to supplementing 
our at ports, where the supply of 
il registered dock workers is_ in- 
quate for the purpose of dealing 
th the additional traffic caused by 
diversion of shipping. 
The necessary arrangements for trans- 
ring men from port to port will 
rmally be in the hands of the Local 
rt Labour Joint Committees, in con- 
Itation with the Ministry of Labour & 
itional Service, and the machinery 
the employment exchanges is being 
iced at the disposal of the industry 
order to facilitate the transfer of the 
n For the purpose of the scheme 
fransport & General Workers’ 
nion will prepare a list at the union’s 
fices in the ports of those men who 
willing to volunteer for transfer 
mporarily from their home ports 
hen their services are required else- 
here Men will not be transferred 
ym a distance (that is from ports not 
ithin daily travelling distance) unless 
re is a reasonable prospect of their 
ng required for at least six days. 
The Government is. assisting the 
heme by providing every man_ so 
ransferred with free travelling facilities 
his destination and back, together 
ith an allowance of 6s. 6d. for the days 
which he travels, and by guarantee- 
g the minimum payment of 10s. a day 
taking account of earnings) for a mini- 
1um period of six days. Every man 
equired to remain in the port for more 
ian six days will continue to be guaran- 
ed a minimum payment of 10s. (taking 
iccount of earnings) for every succeeding 
lay until sent home, with the exception 
Sundays, when the guarantee will not 
pply unless the man is required to be 
attendance. The employers on their 
art undertake to pay to each man 
transferred under the scheme a subsi- 
ence allowance of 5s. a day, or the 
equivalent, while he is at the port to 
vhich he has been transferred. In the 
ise of men transferred from ports 
ithin daily travelling distance free 
travelling facilities will be provided by 
the Government 
In a statement to the dock workers, 
the Transport & . General Workers’ 
nion says that in the crisis of Septem 
er last year the suggestion was made 
hat the union should attempt to enrol 
nobile battalions. The union was 
strongly opposed to the militarisation of 
labour, and expressed the view that, if 
1 proper scheme of transfer were 
rganised, the nation would have at 
lisposal a great mobile, civilian force 


which could be transferred to any part 
of the country to meet the circumstances 
arising out of war. The union points out 
that 


(1) The whole problem is dealt with on an 
industrial basis and by mutual arrange- 
ment ; ‘ 

(2) It retains the work on the dock for the 
experienced docker ; and 

3) It will avoid the terrible situation which 
arose at the end of the last war as a 
result of thousands of inexperienced 
people, apart altogether from the 
mobile battalions, having been brought 
into the docking industry At that 
time a situation was created which pre- 
vented the regular docker who had 
been with the fighting Services getting 
back to his gang and his job 

The union appeals to the dockers in 
the interests not only of the war which, 
of course, are very vital, but for the sake 
of their own future, to enrol as volun- 
teers and undertake to transfer to any 
port should the convoy system or the 
circumstances of the war necessitate it. 

The statement continues, ‘‘ We must 

not be guided by what has occurred 

during the first few weeks of the war. 

At any moment the situation may be 


535 


come acute and urgency is the essence 
of the scheme.”’ 


Cost of Living 


The Ministry of Labour & National 
Service has announced that the cost of 
living index figure at October 1 was 
65 per cent. above the level of July, 1914, 
as compared with 55 per cent. both at 
September 1, 1939, and October 1, 1938. 
This is the biggest increase in one month 
since the end of the last war, and was 
mainly due to increases in the prices of 
food and clothing. The wages of work- 
people in many industries rise or fall in 
accordance with increases or decreases 
in the cost of living index figures and 
wages rates in these industries. will 
automatically be affected by the present 
rise. The wages of railway staff are 
among those which fluctuate with varia- 
tions in the cost of living, a rise or fall 
of 5 points in the governing figure carry- 
ing with it an increase or decrease as the 
case may be, of Is. a week. Under this 
arrangement the wages are reviewed 
quarterly in March, June, September, 
and December, and any variations are 
applied from the beginning of the follow- 
ing month. The present rise in the cost 
of living will not therefore affect the 
wages of railway staff immediately. 








CONTRACTS AND TENDERS 


[he North British Locomotive Co 
Ltd., Glasgow, has received an order 
for 20 locomotive boilers from the Great 
Indian Peninsula Railway. 


Howell & Co. Ltd. has received an 
order from the Madras & Southern 
Mahratta Railway for 4,818 steel flue 
and arch tubes for locomotive boilers, 
to the inspection of Messrs. Rendel, 
Palmer & Tritton. 

The Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for three first and second class bogie 
composite carriages and two second class 
bogie carriages of all-steel construction 
for the metre-gauge lines of the Kenya 
& Uganda Railways 


To the inspection of Messrs. Fox & 
Mavo, the China Purchasing Agency 
Limited has placed the following orders 
on behalf of the Government of the 
Republic of China, and for the Chinese 
Ministry of Communications. 


Galvanised mild-steel Bayliss Jones & Bayliss 











Hard-drawn copper wire Entield Cable Works Ltd 

Rubber insulated copper Callender’s Cable & Con 
wire, X¢ stru n Co. Ltd 

Magneto telephone switch- Standa lelephones & 
boards Cables Ltd 


On behalf of the Chinese Ministry of 
Finance the following orders have been 
placed, to the inspection of Messrs, Fox 
& Mayo: 


Brass plates Enfield Rolling Mills Ltd 

Copper pipes Yorkshire Copper Works 
Ltd. 

lin plates Brooker, Dore & Co. Ltd 

Electrodes Murex Welding Processes 
Ltd. 


The French National Railways have 
negotiated through the French Mission 
in London for the purchase of about 
100,000 tons of Durham and North- 
umberland coking and steam coals. 


The following orders have been placed 
to the inspection of Messrs. Robt. White 
& Partners : 

South Indian Railway: Avon- India- 
rubber Co. Ltd., 17,400 rubber window 
cushions 

Morvi Railway: H. J 
Ltd., Finsbury Circus, London : 
of fishplates 

Bhavnagar State Railway: Waterlow & 
Sons Ltd., London: 1,300,000 railway 
tickets. 

Jaipur State Railway: G. H. Sheffield & 
Co. (Engineers) Ltd., London: 60 Parabo 
volute springs 


Skelton & Co. 
1,000 pairs 


The Associated Equipment Co. Ltd. 
has received from the City of Oxford 
Motor Services Limited an order for 20 
double-deck Regent buses, and 5 single- 
deck Regal buses. Previously, during 
the past three years, this operator has 
secured 65 A.E.C. vehicles and is thus 
now bringing its total up to 90. 


Guest Keen Baldwin's Iron & Steel 
Co. Ltd. has received from the Egyptian 
State Railways an order for 312 tons of 
steel joists (order No. 1.544) at a price 
of £3,375 f.o.b. 


The South African Railways are en- 
quiring for one 12-wheeled 68-ton and 
two eight-wheeled 45-ton bogie well 
wagons. Tenders (Ref. No.) 2358 to be 
in at Johannesburg by November 27. 
Further particulars from D.O.T. 
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Under the influence of the further rise 
in gilt-edged stocks, slightly more active 
conditions have developed on the Stock 
Exchange, and in industrial and kindred 
securities sharp gains were recorded, al- 
though they were regarded as being out of 


proportion to the demand experienced 
Home railway securities were firm, but 
failed to attract much attention owing to 


the continued uncertainty as to the basis 
on which the railways will be compensated 
by the Government during the war period 
The market taking the view that no 
early announcement as to this is likely to 
be made, and meanwhile it is expected that 
dealers will continue to quote unofficial 
minimum prices for the debenture, guaran 
teed and various of the preference stocks, 
although it realised that the minimum 
prices severe check on business in 
these securities. Market men are continuing 
to discuss the pros and cons of methods by 
which the railways might be compensated 
It is now suggested in some quarters that 
the average net revenues for 1936 and 1937 
would form a fair This would, of 
course, be more favourable to stockholders 
than the average of the years 1936, 1937 


1S 


1S 


are a 


basis 
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Railway Share Market 


worst financial periods in railway history. 
There is little doubt that the failure of the 
Government to reach an early decision is 
causing some anxiety, although it 
assumed that there is every reason to be- 
lieve that the terms eventually offered will 
be equitable, and that in many cases home 


1S 


railway stocks are probably moderately 
priced at current levels. At the moment, 
however, there seems little doubt that 


market sentiment is less optimistic than 
was the case a few weeks back, a certain 
amount of uncertainty having been aroused 
by the absence of a final dividend on London 


Transport “Cc” stock 
Moderate fluctuations were shown by 
Southern preferred, which, however, at 


58 compares with 57} a week ago, while 
the deferred stock was also fractionally 
better at 9}. A fair amount of business 
was recorded in the 5 per cent. preference 
stock, ranging from 78 to 794. The 4 per 
cent. debentures transferred around 92}. 
Great Western ordinary declined slightly 
on balance from 27} to 27, while the 5 per 
cent. preference showed business around 78, 
and the 5 per cent. consolidated guaranteed 
transferred between 974 and 99. Business 
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guaranteed at 574, and both the first 
second preference received very little ati 
tion. On the other hand there was s 
speculative activity in the preferred at 
and in the deferred at 2}. The 3 per « 
debentures were done around 58}, and 
4 per cent. debentures around 77 
regards L.M.S.R. stocks, the ordinary at 
was virtually the same as a week ago, 
the 4 per cent. first preference was a pi 
down at 534, although the 1923 prefere 
at 35 was unchanged on the week. A 
number of dealings around 76}? was shi 
in the 4 per cent. guaranteed, while tl 
per cent. debentures changed hands 
slightly over 86. London Transport “ ‘ 


at the minimum price of 65 remai 
virtually unmarketable. 
Very few dealings were recorded 


Argentine railway securities, awaiting 
financial results and annual meetings, 
most of the preference and debenture sto 
of the leading companies appeared to 
fairly tightly held. San Paulo ordin 
was three points better at 29. Canad 


Pacific preference stock was higher at 
while improved prices ruled for G1 
Trunk debentures and guaranteed sto 




















and 1938 It is generally agreed that it in the 4 per cent. debentures took place at French railway sterling bonds also sho, 
would be quite unfair to take the results of 92 L.N.E.R. first guaranteed was un- some recovery Antofigesta at 9} i 
1938 alone, because this was one of the changed on the week at 63, as was the second proved } 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
, 
Traftic for Week 4 Aggregate Traffics to Date Prices 
woe Week = a — 
Nal open 0} “ > 
1938-39 Pending rotal Inc. or De 3 nee Increase or Stocl - 
this year | Compared | 5 | evear Decrease 
with 1938 7 his Yea ist Year Se 
f f f £ £ 
Antofagasta (Chili) & Bolivia 834 8.10.39 2 _ 360 40 531,030 603,980 — 72,950 Ord. Stk 14 71, Y1p | N 
Argenti North Eastern 753 30.9.39 ps. 184,400 ps.18,300 14 ps. 2,383,500 ps 2,427,200 — ps. 43,700 = 6lo 2 3lo N 
Solivar 174 Sept. 1939 4,300 + 800 39 38 350 33,650 + 4,700 6p.c. Deb 8 7 7 \ 
| Brazil ae - Bonds 10 4 51g gl 
| Buenos Ayres & Pacific 2.801 30.9.39 ps1,225,000 ps46,000 14 ps!6,125,000 + ps 630,000 Ord. Stk Gl, 314 3lo N 
Buenos Ayres Centr al 190 26.8.39 $136,100 + $12,600 9 $1,048,400 + $46,000 Mt. Deb. 159 2 12 N 
Buenos Ayres Gt. Southern 5,082 7.10.39 = ps2,018,000 p334,000 15 ps26,760,000 — ps 1,762,000 Ord. Stk 175y¢ 8 N 
Buenos Ayres Western 1,930 7.10.39 ps 651,000 + ps14,000 15 ps 9,735,000 37,000 1254 6 XN 
Central Argentine 3,700 7.10.39 ps1,650,250 | + ps34,350 15 ps28,247,150 , 247,950 3 13 4 719 N 
| 0 —_ _ _ - Dfd 6 2lo N 
Cent. Uruguay of M. Video 972 7.10.39 18,043 1,013 15 235,136 238,641 — 3,505 Ord. Stk 3 S30 N 
Costa Rica 188 June 1939 25,240 _ 6,129 52 270,756 314,399 - 43,643 Stk. 28 2 873 
< | Dorada 70 Sept. 1939 14,400 — 1,400 | 38 123,700 148,000 — 24,300 1 Mt. Db 10514 1021 57 
= Entre Rios 810 30.9.39 ps. 240,500 ps. 3,500 14 ps. 3,602,400 ps3,412,400 + ps.190,000 Ord. Stk 714 5 N 
& 2 Great Western of Brazil 1,092 7.10.39 10,100 40) 321,600 266,800 + 54,800 Ord. Sh. 3 316 N 
a | International of Cl. Amer 794 Aug. 1939 $425,770 + $51,972 | 34 $4,123,397 , $3,818,614 + $304,783 : 
J Interoceanic of Mexico = — _ - Ist Pref. 6d 6d lo N 
41 La Guaira & Ca is 22? | Sept., 1939 5,755 $55 | 39 55,105 46,880 + 8,225 Stk 8 6 Jlo N 
- 1,918 26.8.39 23,086 _ 3,463 34 672,620 6,127 Ord. Stk 4 l l!o N 
3 183 21.8.39 $286,000 $35,500 | 8 $2,003,100 + $14,300 1 11g 1g | N 
$ Midland of Uruguay 319 Aug. 1939 7.912 _ 945 9 17,065 _ 474 ee lo lo N 
Nitrate 386 30.9.39 281 | — 1,731 | 39 87,282 110,195 — 22,913 Ord. Sh. | 52/9 191g 15g | 7 
Paraguay Central 27 7.10.39 $3,092,000 $55,000 | 15 | $47,581,000 $44,987,000 +4$2,594,000 Pr. Li. Stk 60 5519 4019 141 
Peruvian Corporation 1,059 Sept. 1939 66.375 1,570 | 13 192.214 212,547 — 20,333 Pref 534 134 lio N 
Salvador 100 2.9.39 17,734 3,343 10 #93598 ¢115,426 — 421,828 Pr. Li. Db 23 20 19lo N 
San Paulo 1534 1.10.39 33,812 ~ 8,155 | 39 1,220,553 1,284,389 — ( Ord. Stk 64 28 281 7 
Taltal . 160 Aug. 1939 2.130 aie 580 9 6,220 _ Ord. Sh l3y¢ 1 16 87 
United of Havana 1,353 7.10.39 16.150 1,069 15 244,599 | + Ord. Stk 35 ly 11 N 
Uruguay Northern 73 Aug. 1939 737 | = 152 9 1,783 | — Deb. Stk 2 l 2 N 
+ (Canadian National 23,698 7.10.39 973,509 | + 74,255 | 49 29,422,697 26,966,741 + 2,455,956 
=} Canadian Northern - = — - -— — 4p.c. Perp. Dbs 72 60 621, | 63 
= Grand Trunk “= — _ _ 4 p.c. Gar.) 104 90 8715 49 
e 1 unadian Pacific 17,171 7.10.39 873,400 + 87,600 , 40 21,952,200 20,855,000 + 1,107,200 Ord. Stk. 8716 414 7 Nil 
f Assam Bengal 1,329 31.8.39 48,997 4,281 | 22 593,329 574,725 + 18,604 Ord. Stk 8119 70 601p | 4 
Barsi Light 202 20.8.39 2,340 — 90 2 48,292 60,240 = 11,948 Ord. Sh 6015 5414 45 87 
Bengal & North Western 2,112 30.9.39 59,505 11,289 | 26 1,243,673 1,382,370 = 138,697 Ord. Stk 311 278 233 734 
+ ral Dooars & Extension 161 31.8.39 6,031 + 921 22 51,466 57,555 _ 6,089 89 83 8619 Tio 
— sal-Nagpur 3,267 20.9.39 193,575 + 16,373 | 24 3,590,185 3,220,056 + 370,119 9519 90 8419 434 
= nbav, Baroda & Cl. India 2,986 10.10.39 226,275 — 225 | 27 4,453,650 4,484,025 — 30,375 1127 1¢ 95 92lp | Glo 
™ | Madras & Southern Mahratta 2,967 20.8.39 129,225 5,995 | 20 2.321,802 7 94,352 108 97 9419 7} 
Rohilkund & Kumaon 546 30.9.39 12,164 _ 554 25 253 642 _ 22,099 308 285 243 77 
South Indian 2,531} 20.9.39 116,852 3,495 | 24 1,988,671 1,968,975 4 19,696 104 101 87lg | 5 
( Beira 204 July 1939 75,744 —_ 44 795,101 -- — - 
Egyptian Delta 623 10.8.39 5,875 + 485 19 67,548 65,905 + Prf. Sh 5/6 lo Nil 
| Kenya & Uganda 1,625 May 1939 206,557 - 11,295 | 21 1,220,870 1,309,332 - i - 
2 | Manila t: ras ae ate B. Deb 49 41 42108 | 8l, 
22 Midland of W. Australia 277 July 1939 11,258 1,985 4 11,258 13,243 _ Inc. Deb 9334 89 89 41 
3 | Nigerian . 1,900 19.8.39 23 965 6,655 | 21 554,321 619,552 — 
” | Rhodesia 2,442} July 1939 380 976 — 44 3,607,133 aii iia 
South Africa 13,284 23.9.39 696,516 + 70,111 256 16,460,891 15,438,193 + 1,022,698 
' Victoria 4,774 June 1939 693,446 _ 31,680 | 52 9,360,329 9,809,155 — 448 829 
Note. Yields are based on the approximate current prices and are within a fraction of 1) 
Argentine traffics are now given in pesos. ft Receipts are calculated @ Is. 6d. to the rupee. § ex dividend 






































